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~How Shall Stranded Wire 
j or Cable Be Specified? 


NE of the knottiest little problems now confront- 

ing power distribution eng :eers is to settle upon 
some standard way of specifying the sizes and types of 
stranded wires and cables. The American wire gage 
provides for solid wires through practically the entire 
range of commercial requirements. Unfortunately, 
when expressed in circular mils, the areas all come out 
in odd numbers, but there are fairly good reasons for 
the use of the present gage sizes in the “A.W.G.” The 
most important of these is the difficulty that would be 
occasioned by any attempt to change them. 

The situation is quite different once the “A.W.G.” 
boundary is passed. For convenience in handling, con- 
ductors larger than No. 0000 must be stranded. There 
is as yet no general agreement as to how the sizes of 
these conductors should be specified, that is whether 
their sizes should be stated in terms of total circular 


' mils of cross-section or in number of strands.of wires 


| 


of the standard gage. Obviously the same total area 
can be secured with the use of a variety of strand 
sizes; the greater the number of strands the more 
flexible being the cable. If a given total area is speci- 
fied, there must be a certain latitude or tolerance per- 
mitted the manufacturer, because otherwise he would 
be obliged to draw special sizes of strand. 

The purchaser of a stranded wire or cable has essen- 
tially to specify the number of strands, as well as the 
area, to secure the current-carrying capacity which he 
desires combined with the required flexibility. It would 
therefore seem desirable-to make up the standard speci- 
fications on the basis of the number of strands and 
sizes of strands. For each approximate total area there 
could be a sufficient variety of stranding to meet com- 
mercial needs in regard to flexibility. For the con- 
venience of purchasers, the approximate size of each 
stranded conductor could be given in the tables. 


The Inductive Interference Problem 
Can Be Solved Only Through Co-operation 
NE of the subjects assigned to the Engineering 
Association committee on power distribution this 
year is that of “inductive co-ordination.” This relates 
to the harmonizing of differences in regard to the 
phenomena long and unfortunately grouped under the 
term “inductive interference.’ This committee ought 
to be able to foster the spirit of co-operation suggested 
_ by the comparatively new but generally acceptable term 
“inductive co-ordination,” a spirit which is in every 
| way preferable to the conflict suggested by the older 
» term. 


_. he accepted use of the term “inductive co-ordina- 


. tion” in itself indicates that a marked change in 
attitude on the part of leading engineers is taking 
place. This more constructive approach to the problem 
should be disseminated to the men all through the 


utility fields, by means of such works as the report 
of this committee. All public utilities must co-operate 
along engineering lines if they are to furnish their 
maximum of public service. Of course, where electrical 
transmission forms an important part of a public utility 
service, there is always a likelihood of what has been 
known as “inductive interference.” This must be con- 
trolled, and as no one utility can monopolize the ether, 
each must be willing to go to a reasonable expense to 
insure the safeguarding of its own service as well as 
the protection of its neighbors. — 

Beyond the direct advantage to the utilities in getting 
together, there is the further advantage that all public 
utilities will receive greater consideration at the hands 
of public utility commissions if it is understood that 
efforts are being made to settle differences along sound 
technical and economic lines. Among themselves utilities 
may have differences of opinion as to details and even 
as to principles. As a whole, however, they should 
present a united front, for it is enough that a commis- 
sion should have to adjudicate the relations or differ- 
ences between public and utility. It should not have 
to be called upon to settle differences of one utility 
with another. 


Discontinuance of Tax-Exempt Issues 
a Benefit to All 


1 ee of those strongly in favor of the proposed 
constitutional amendment to stop the issue of tax- 
exempt bonds doubt whether it will ever pass, because 
they think the smaller and less populous states will 
be unwilling to give up the present privilege enjoyed by 
themselves and their subdivisions in issuing these secu- 
rities. They point out that in the decision on a constitu- 
tional amendment of this kind, Idaho or Florida, for 
example, has as much voice as New York or Pennsyl- 
vania, although in these latter states the corporations 
which would indirectly benefit from such an amendment 
and the individuals who are now escaping a great deal 
of state taxation because of the exempt securities are 
much more numerous. As the less populous states are 
now selling their securities to citizens of the more 
populous states at far lower interest rates than would 
be possible if the amendment was in force, it is believed 
that it will be very difficult to get enough of them in 
line to pass the amendment. 

It is to be hoped, however, that further discussion of 
the subject will indicate to the representatives of these 
states that their gain from such an amendment will be 
in equal if not greater ratio than that of the more 
populous and industrial states. 

In the first place, it is not difficult to point out, as was 
done in the debate in the House this week, that the prac- 
tical effect of the present amendment is gradually to 
exempt from taxation the very wealthy and to increase 
the taxation on those of moderate income. This is a 
matter which is a serious one to all states alike, but as 
the people of great wealth are most likely to reside near 
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the large industrial and economic centers of the country, 
the exemptions to the federal income taxes would be 
much more numerous in the Eastern and Central states 
than in the states farther west or south. This should 
mean that the practical effect of the opposition of an 
agricultural. or mining state to the amendment is to 
assess on its inhabitants a greater portion of federal 
taxes to the extent that the very wealthy who are largely 
residents of other states escape taxation. 

So much for the individual side of the question. 
Another point is the corporation side, and the effect on 
the country at large of a lessening of corporation activ- 
ity as a result of the present policy. While the large 
industrial corporations usually have their financial 
cffices in the older states, their fields of activity must 
be largely among the states requiring greatest develop- 
ment, whether their purpose is direct development like 
railroading, mining and power, or indirectly as in manu- 
facturing equipment for these purposes. Here again 
is a place where the interests of the less populous states 
seem at least proportionately to be as great in the 
proposed amendment as the more populous states. 


T.ower Turnover of Trainmen 
Favors Better Merchandising 

T USED to be said that one big reason why it was 

hard to train platform men to be courteous was that 
they did not look upon their railway job as a lifework; 
that most of them were on the cars only until such time 
as they could get back to their trades. Therefore, they 
did not have the necessary incentive to take pride in 
their work. 

Today matters are much better as regards turnover 
in the platform ranks. The motorman and conductor 
are paid a wage which relatively is so much higher than 
before the World War that there is no longer the old 
desire to quit at the first opportunity. One may say 
that such attractive outside opportunities are much 

‘fewer. The union itself also finds its interest served 
by making the men feel that they have permanent and 
not temporary occupations. One may say then that 
the casual character of platform work has largely 
disappeared. 

At the same time, none of us should be satisfied that 
the platform man has improved as fully as is possible 
in those requisites that should go with an employee 
who so nearly is the personal representative of the 
company to the patron as he is. The principal task 
is to secure a greater degree of courtesy. On the aver- 
age property, there is still a great field for improvement 
in developing the attitude of mind of both motorman 
and conductor that the passenger is their personal 
customer. . Some railways have really accomplished 
something along this line, but the observations of the 
Journal editors are that the customer still gets pretty 
shabby treatment on many systems. 

The problem is largely one of “selling” the trainmen 
the merchandising principles, and this task must start 
with the management. It can be followed up by the 
superintendents, but the spirit of the thing must ema- 
nate from the big boss. 

Another point in this development of the merchandis- 
ing atmosphere is that the conductor might be author- 
ized under certain conditions to refund the fare, making 
report of each such transaction. Perhaps this would 
appease the ruffled customer in some circumstances and 
turn his antipathy. Suppose such a policy did cause 
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the loss of a few nickels a day, would that not be insig- 
nificant if the practice was found to help in winning 
friends, or in keeping from making enemies? 


Our Heads Are Coming 
Out of the Sand 


VIDENCE is plain and plenty that a change of 

heart and mind is rapidly taking place with respect 
to the attitude of railway men toward the bus. Several 
of those who so vigorously opposed admitting bus 
companies to the transportation counsels of the Amer- 
ican Electric Railway Association have already come to 
question the wisdom of their stand. There was a great 
tendency on the part of many of the important exec- 
utives of the railway field to fight the bus, to have 
nothing to do with it themselves as a transportation 
tool. But several of these same men have since taken 
up operation of buses as adjuncts to their rail lines. 

It has taken less than a year for them to grasp the 
fact that they must take hold of the bus. They must, 
because the public demands buses. They must because 
it is good transportation business to take care of the 
demand for a kind of service beyond that supplied by 
They must do it because there are places 
where the bus is economically the right form of vehicle. 
They must, anyway, whether altogether profitable or not, 
as a means of protecting present rail investment and 
maintaining their monopoly (which is sound principle 
from the public viewpoint) so that the bus service may 
be co-ordinated and helpful, not competitive and destruc- 
tive. Let no one get the idea that the bus will replace 
the railway. The point is that the railway man must 
use the bus as well as the rail car in his business. 

These comments are made not because of the oppor- 
tunity to say “we told you so,” but rather to bring out 
the fact that it now seems clear that those who took the 
position that. buses should be used, and bus companies 
should be in the association, were right. The important 
thing now is not the error made (and it is being con- 
sidered such, more and more), but to recognize the 
mistake and to revise the kind of thinking that has been 
going on while there is still time for constructive think- 
ing to make the most of the bus—to avoid its potential 
destructiveness if its coming is unguided. 

Why not give consideration again to an amendment 
of the American Association constitution to permit 
membership of the stable, legally recognized bus com- 
panies, as an early step toward harmonizing interests 
and avoid cut-throat fighting? Certainly, from the 
standpoint of helpful value to the bus transportation 
company, the American Electric Railway Association 
has much more to offer than any strictly bus associa- 
tion has now or will have for several years to come, 
provided the railway members really take a helpful and 
not antagonistic attitude. It would be to the best inter- 
ests of the railways selfishly to do this. 

The Journal, as one of the earliest advocates that 
railway men should make use of the bus and that bus 
companies should be taken into the association, feels” 
that its position has been justified. And also, inas- 
much as so many railway men were at first antagonistic 
toward the bus and objected to discussions of it in 
the Electric Railway Journal, the wisdom of satisfying 
that feeling but at the same time carrying on the educa- 
tional work with both railway men and independent bus 
men by publishing a separate bus paper (Bus Trans- 


portation) may now be better appreciated. 
{ 
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RAISING LOWER MARKET STREET TRACKS AFTER THE FIRE 


Three tracks raised and in service at new grade. 


The grade prior to raising 


is indicated by slot in old cable track not yet replaced by new construction. 


Maintaining Continually Sinking Track 


Nine Miles of Track in San Francisco Settles at the Rate of 0.1 Ft. per Year-——Permanent 
Types of Construction Are Held Inadvisable—Methods Used for 
Restoring Grade Are Described 


EARS ago the shore line of San Francisco Bay 

extended a mile or more inland from its present 

location along parts of the San Francisco water- 
front, but as the city developed the tide flats and shal- 
lows have been filled in so that much of the waterfront 
is now on filled land. The material used in making the 
fills has been of good quality, but the filled area has 
nevertheless continued to settle year by year because 
of the great. depth of underlying soft mud. In the 
construction of the Southern Pacific Building on lower 
Market Street piles 125 ft. long were used and for 
this depth only soft material was encountered. All 
large structures in the filled area are built on piles, 
which support them at an established grade, while the 
streets continue to settle, thus making the situation 
worse than if structures and streets settled alike. Some 
of the problems brought upon the street railway by this 


condition and the methods of meeting them are de- 
scribed in this article. 

The Market Street Railway operates some 9 miles of 
track in the areas subject to settling and has found that 
the rate of subsidence is fairly uniform, being about 
0.1 ft. per year. This has necessitated entire recon- 
struction of the tracks at intervals. Fortunately, in 
practically all of the areas affected the electric lines 
operate on double tracks, thus making it possible to 
avoid interruption to service by operating short por- 
tions as single-track lines during reconstruction. 

All of the tracks east of the old shore line, as shown 
on the accompanying map, have been rebuilt since the 
fire of 1906; some of them have been raised twice in 
that time. Frequently a subsidence of 3 ft. and some- 
times-as much as 5 ft. occurs before the grade is re- 
stored. In 1911 the track on Third Street was brought 


TYPICAL TRACK RAISING OPERATION ON 
DOUBLE-TRACK LINE 


“Track in background has been re-established at official grade. 
Incline beyond crossover connects sunken track with level on 
which it was originally built. 


j 


RAISING TRACK WITH CONCRETE AND 
PAVEMENT INTACT 


This method, not recommended, was followed in order to save 
trackwork and pavement which was in good shape when the raise 
to official grade became necessary. 
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up to grade, the lift being as much as 5.35 ft. at the 
lowest point. The fill was made of good material and 
compacted in the usual way. This track has now sunk 
13 ft. below official grade. In sinking a pit which the 
company recently put down on lower Market Street, no 
less than five sunken pavements were cut through in 
excavating to a depth of 10 ft. 

For this continually settling foundation the only 
method believed to be generally satisfactory is the en- 
tire reconstruction of the track at appropriate inter- 
vals. The practice is to allow the track to settle without 
any endeavor to maintain or otherwise improve its con- 
dition until the time comes for entire reconstruction. 
In reconstruction the pavement is removed, rails and 
ties are taken up, and the material used for making 
the fill is dumped on top of the old ballast. New ballast 
is provided and old or new rails and ties, if required, 
are then laid. A finished height of about 2 in. above 
the official grade'is usually made to allow for the im- 
mediate settlement. 

In one notable case the track and paving were raised 
intact. This was done to save the paving as recon- 
struction became necessary at a time when track and 
paving were in good condition. This method is not 
recommended. The process is slow and comparatively 
costly, but a still more serious objection is the im- 
possibility of tamping the fill thoroughly from the sides 
of the raised track. 

. Track with paving intact jacked to the new grade 
is shown in one of the accompanying illustrations. In 
this case a “permanent” form of track construction had 
been used—hbasalt blocks on top of concrete extending 
down to the bottom of the ties. In raising this track, 
trenches were first dug along either side of the track 
and 20-ton jacks were placed against the under side 
of the rail flanges at intervals of about 20 ft. As new 
material was shoveled under the raised track it was 
tamped horizontally from both sides, using 4-in. x 4-in. 
timbers fitted with handles. 

Because the subsidence is at a slow and uniform 
vate, fairly accurate prediction can be made of the time 
when a maximum permissible separation of street and 
building grade will be reached. Endeavor is made to 
program track and paving work in such a way that 
as this time approaches no work will be necessary and 
when the street is regraded new paving and perhaps 
also new rails can be put down without economic loss. 
Under these conditions it is considered economical not 
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to use a permanent 
and expensive type 
of rail foundation 
such as concrete, 
steel ties, ete. A 
short length of track 
built on trestle has 
been found most 
unsatisfactory. The 
trestle keeps the 
track at grade satis- 
factorily, but the 
paving (basalt blocks 
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trict) is continually 
sinking away from 
the track and re- 
quires to be removed 
and replaced on new 
ballast about once a 
year. The use of 
planks over the 
stringers to support 
the paving has been 
considered inadvis- 
able because of the 
renewal costs on the 
planking and because 
there would still be 
the subsidence of the 
remainder of the 
Ws IN street to make a con- 
ea tinually increasing 
abrupt change of 

MAP SHOWING AREA THAT grade on either side 


IS SUBSIDING 
All that area between the bay and of the track. The 
trestle itself is a ne- 


the old shore line is sinking at the rate 
cessity to maintain 


of 0.1 ft. per year. Most of this has a 
soft mud bottom of great depth, 

exact grade for the 
approach to a lift bridge. Some of the typical grade sub- 
sidences are shown in the accompanying profile. Lower 
Market Street, which was restored to grade in 1907 by 
raises of as much as 2.86 ft. in some places, is now 1 to 
2 ft. below grade again. Lower Clay Street was brought 
up to grade in 1908 by raises of 2 to 3 ft. and was again 
required to be raised a foot or more in 1920. 

In these soft-bottom areas where the tracks cross 
sewers or culverts supported rigidly on piles conditions 
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RECONSTRUCTION OF CABLE TRACK IN SERVICE 


This track has been raised and back-filled. 
level between track and rentainder of the street, which has yet to 
be filled, shows amount of raise, which has been necessary to com- 
pensate for the subsidence. 


The difference in 


RECONSTRUCTED CABLE TRACK READY FOR CONCRETE 


Note the yokes spaced 3 ft. 6 in., which take the place of ties. 
Wooden forms are built around these. yokes for the conerete 
placed in final construction stage. This track indicates the re- 
stored street grade to which remainder of the street will be raised. 


are used in that dis- | 


—_ 
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Embarcadero 


SUBSIDENCES ON THIRD STREET AND ON LOWER 
MARKET STREET 


These are typical profiles. In the case of lower Market Street 
the tracks are now well below the official grade again. 


are introduced that cannot be easily remedied. In one 
case where the tracks cross a box culvert the sub- 
siding ground on one side of the culvert allowed the 
track to go down until a difference of 1 ft. in elevation 
developed within a distance of 20 ft., the rails bending 
to allow the track to conform to this change. Operation 
over the track in this condition has continued for about 
five years. 

In another case where a concrete sewer 10 ft. wide 
underlies the tracks lengthwise, so that part of the 
tracks are rigidly supported and other parts are on 
settling ground, uneven settlement has caused the inner 
ends of the ties on both tracks to rise 2 to 3 in., while 
the outer ends have sunk an equal amount, thus tilting 
the tracks away from each other. 


CABLE LINE SETTLEMENT CORRECTED BY 
RAISING STRUCTURE 


Re-establishment of grades on the cable lines is 
quite a different process from that used for the electric 
lines. The cable railway track is supported on steel 
yokes embedded in concrete; .a construction which could 
be rebuilt only at prohibitive costs. It has been found 
possible to raise this structure bod- 
ily, however, and as the cars are light 
the raising is done without inter- 
rupting operations. The narrow gage 
(3 ft. 6 in.) and the fact that heavy 
equipment is not used make it pos- 
sible satisfactorily to tamp the back- 
fill from the sides. Sand is used 
largely for the back-fill and is kept 
wet during the tamping. When the 
side trenches are refilled they are 
also thoroughly tamped. 

In order to avoid danger of crack- 
ing the concrete, the cable tracks are 
raised in sections of not less than 
200 ft. After excavating side 
trenches 10-ton screw jacks are 


placed at 8-ft. to 10-ft. intervals under shoulders of 
the yoke or under the concrete bottom, as may be more 
convenient. The jacks are rested on pieces of old ties 
sewed up for this purpose. The first lift is made at 
least 100 ft. from one end of the section to be regraded, 
and the maximum lift is kept at this point until jacks 
are placed for 100 ft. or more in either direction and 
the desired grade at this central point has been reached 
with an easy slope in either direction. Work is then 
advanced in one direction only, always keeping an easy 
grade ahead of track that has been restored to grade. 

The gangs raising cable track consist of about fifteen 
mén and will ordinarily raise about four blocks of 
single track per month. A track raise of 3 to 4 in. per 
day has not been found to be detrimental to the concrete 
of the cable duct. The cable tracks are usually finished 
2 in. above the official grade. 

B. P. Legare, from whom material for the foregoing 
was obtained, is engineer of maintenance of way and 
construction of the Market Street Railway and has been 
in charge of all track work done since 1907. 


A Light-Weight, High-Speed Motor 
Compressor 


HE department of studies of the unified transpor- 
tation system in Paris (la Société des Transports en 
Commun de la Région Parisienne) is attacking several 
fundamental problems of urban transportation. This 
was illustrated in the article on an experimental light- 
weight car appearing in the issue of this paper for Dec. 


-2. Another result of the researches of this department 


is a light, high-speed, direct-connected motor-com- 
pressor, weighing complete about 420 lb. The accom- 
panying illustrations show the general construction. 

‘The compressor is driven by a 23-hp., four-pole series 
motor, operating at full load at 1,100 r.p.m. Its arma- 
ture runs in ball bearings. The ends of the motor 
casing are of aluminum. 

A flexible coupling connects the motor with the com- 
pressor, which has two cylinders, one 24 in., the other 
34 in. in diameter. These are arranged in “V” at right 
angles to each other. The inlet valves are controlled by 
a cam carried on the main shaft. Like the motor shaft, 
the crankshaft of the compressor is carried in ball 
bearings. It is claimed that the new compressor iS 20 
per cent more efficient than a compressor of the low- 
speed type and 30 per cent lighter. An extended illus- 
trated description of the motor-compressor will be found 
in a recent issue of L’Industrie des Tramways, Chemins 
de Fer et Transports Publics Automobiles. 


LONGITUDINAL SECTION AND CROSS-SECTION OF EXPERIMENTAL MoToR-COMPRESSOR 
FoR USE ON TRAMWAY CARS IN PARIS 
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Budget Control in Boston 


All Expenditures Are Controlled by a Budget Prepared 
Every Six Months and Semi-Annual and Monthly 
“Controlling Sheets” Are Used in Order 
to Check Expenditures 


LL expenditures on the Boston Elevated Railway 
both for capital and operating accounts are con- 
trolled by a budget which has proved very satisfactory 
to the company, one reason being that it enables all 
operating departments to plan and conduct their work 
systematically and consequently with the greatest real 
economy. 
For the operating budget the year is considered as 
a whole and no false feeling of prosperity or of dis- 
appointment is caused when the monthly earnings go 
up or down from perfectly natural causes. This means 
that the work can be planned more carefully and when 
once undertaken does not have to be stopped suddenly 
at considerable loss. 


BOSTON ELEVATED RAILWAY 
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BOSTON ELEVATED RAILWAY COMPANY 


budget is prepared in June and December containing an 
approximate estimate of the receipts and expenditures 
for the six months of the following half-year period. In 
the preparation of this tentative six-month budget the 
estimated gross earnings are based on the figures for the 
corresponding period of the previous year with allow- 
ances for expected increases or decreases in traffic, 
changes in fares, ete., and the estimated expenses are 
based on information secured from the operating depart- 
ments as to their requirements, taking into consideration 
wages paid, prices of material, etc. 

For this purpose the departments considered are 
four in number, namely, maintenance, equipment, power 
and transportation. These_estimates are gone over by © 
the general manager in conference with the department 
heads before the various amounts are allowed. When 
this has been done, each department head is furnished 
with a copy of this tentative six-month budget showing 
the amounts which he is authorized to spend during 
that period under the various accounts, divided in 
accordance with the Interstate Commerce Commission 
method of accounting, with the understanding that he 
may schedule his work with the view of spending these 
amounts provided the gross earnings do not fall mate- 
rially below the estimates. This is given the title of 
“controlling sheet’ and the one for the six months 
July to December, 1922, is shown in one of the 
illustrations. 

This six-month controlling sheet is followed by in- 
dividual monthly controlling sheets issued during the 
last week of the preceding month. Practically the same 


~ system is followed in the preparation of this individual 


monthly controlling sheet except that the estimated ex- 
penditures are not the subject of conference between 
the general manager and department heads, and after 
this individual controlling sheet has been issued depart- 
ment heads are not required to restrict their expendi- 
tures to amounts less than those al- 
lowed even though it may be apparent 
some time during the month that the 
earnings will fall below the estimate. 
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aration of the Boston Sees ee ee sz ole gat oF shows in four columns the estimated 
Elevated Railway 7 fi f h 
ie Hi PITOO| BI Z gures for the month, the allowed 
budget, written by NON-OPRRATING INCOME mys) EV ATA ENYA PZ Z figures, the actual figures and the 
E. M. Flint, assistant ates SLE TEE OT PE TTB Of See FF actual figures for the same month of 
OBOUCTIONS FROM GROSS [INCOME . 
to general manager, Ae ied de _ the previous year. 
was published in the WH St Ay. Ge.nTesmoe! Saber é , Z 7 7 In the monthly controlling sheet for 
7 2 Total Reot for Leased Rosde 10. a 
issue of this paper etn Ho Ome Sere TenT LF Z AAT AEL July, 1922, the estimated and allowed 
for Dec. 25, 1920. eens ose) Coes Pearaas a figures happened to be the same, but 
The present article TOTAL DEDUCTIONS FROM GROSS INCOME SL SSL (Ti } og this is not always the case, 
will describe methods scene ree : 2 nea é There is also furnished to each de- 
. a DIVIDEN! a Common end on Pret.) tz 
followed in the prep- partment head before the fifteenth of 
a ae of the budget each month a statement prepared by 
and how th = Pp ee 
e expen ee Ca Pee. oP aR ae the general auditor giving the operat- 


ditures are checked 
and controlled. A 
tentative operating 


TYPICAL SEMI-ANNUAL AND MONTHLY CONTROLLING SHEETS 
USED IN BosTON ELEVATED RAILWAY BUDGET PRACTICE 


ing expenses by sources showing the 
amounts spent by each department 
chargeable to each account, which 
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affords the departments an opportunity intelligently to 
analyze their expenditures. 

The budget for capital expenditures is made out on 
a yearly basis with respect to the larger projects and 
is added to from month to month as the smaller mat- 
ters come up. The practices of budgeting and con- 
trolling the capital expenditures are very similar to 
those of budgeting and controlling the operating 
expenditures except that the capital expenditures are 
not, of course, based on estimated earnings and are 
therefore followed only to the extent of insuring that 
the expenditures are kept within the appropriations. 

The budget system in practically its present form 
has been in use since Jan. 1, 1919. 


How Money Is Handled by Seattle 
Street Railway 


By ALLEN B. HIATT 

Auditor Department of Public Utilities, City of Seattle, Wash. 

HE Municipal Street Railway of Seattle, shortly 

after its purchase of the Puget Sound Traction, 
Light & Company system, adopted the use of the auto 
truck for the collection of money from the carhouses 
and the distribution of transfers and station- 
ery to them. 

The company had followed the slower and 
more inconvenient method of using an old 
single-truck street car. 

After three years’ experience we recently 
purchased a new chassis (having worn out the 
old), placed upon it the old body, which we 
had slightly remodeled, and will continue to 
use the truck, well satisfied with the results. 


STEEL MoNbrY COMPARTMENT AND INTERIOR ARRANGEMENT, 
SEATTLE MONEY CAR 


The accompanying cuts illustrate how the body is built 
A heavy steel tank, opening at the side 
of the car and placed just behind the driver’s seat, extends 


to fit our needs. 


across the body with a drop-door at each end. 


In the tank, which is well secured and locked at all times, 
“Tost articles,” stationery, transfers, 


is carried all moneys. 


Two men, armed, drive the truck to the various car- 
houses, picking up the money, “lost articles,” and inter- 
department mail to be brought to the office, and leaving 
stationery and one day’s supply of transfers. When 
the receipts have been checked, balanced and prepared 
for deposit they are taken to the bank by these two 
men and the office cashiers. 

We find the truck much faster, more convenient and 
its routing more flexible, while at the bank we can pull 
up to the curb or to the alley entrance, thus eliminating 
the blockade of traffic on a heavily traveled street which 
is caused by the street car method of handling. 


Wisconsin Utilities Advertise 


CHECK on the advertising carried in newspapers 

by the public utilities of Wisconsin during the 
month of January showed that 9,776 column inches 
were used in twenty-eight of the forty-two daily papers 
of the state. The four Milwaukee daily papers carried 
5,505 column inches of such advertising and the weekly 
papers carried 1,287 column inches in addition. This 


aggregated about ninety-four pages of paid advertising 
for the month. 


We 


etc., are carried in the body proper, a shelf being arranged E22 
on top of the tank to care for the transfer cases. Seats are 
placed along each side for the convenience of the cashiers 
on their daily trips to the banks and are arranged to fold 
up against the side of the body when not in use. Under- 
neath, at the rear, is a box for spare tires, so placed as to 
serve for a step. The sides of the body are of sheet metal 
and the top of agasote. It was designed and built in our shops. 
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Safety Measures Cut Accidents 


They Also Reduce Costs on the Chattanooga Street Railway 
Lines to 34 per Cent of Gross Instead of More than 
Five Times that Amount—A Representative of 
the Company Gives Particulars 

REVIEW of the safety work of the Chattanooga 

Street Railway lines though which the percentage 
of accident costs to gross were reduced from 17.8 per 
cent to 3.5 per cent in five years is given by J. C. 
Costello, editor of “Electro Topics” of the Chattanooga 
system in National Safety News for December. An 
abstract follows: 

For several years prior to 1919 the number of 
accidents occurring on the street railway lines in 
Chattanooga, and the consequent resulting -expendi- 
tures, has been constantly increasing, the expense par- 
ticularly being materially augmented in 1917 and 1918 
as a result of a number of serious accidents. The total 
amount expended on account of accidents reached a 
maximum in 1918, when as a result of 2,793 accidents 
in that year and held-over claims from the previous 
year we expended 17.7 per cent of our passenger 
revenue. In one instance, the records show an expendi- 
ture for a single month equivalent to 30 per cent of 
the passenger revenue. 

Late in 1918 the conclusion was reached that the 
only salvation lay in a very thorough organization of 
all employees for the purpose of bringing home to them 
the need and benefits of intensive accident prevention 
work. After casting about for several months for some 
effective method of procedure the “Chattanooga plan” 
of safety contests was finally evolved from suggestions 
received from our own employees. The contests have 
been the very heart of the company’s safety work since 
their inception. Contest No. 8 is now in progress and 
our employees seem even more enthusiastic in the 
present contest that they were in the first one. 


THE PLAN OUTLINED 


The plan, with its many novel features, may be 
summarized as follows: 

Members of the various operating departments, ex- 
cluding superintendents and foremen, are eligible to 
participate. The contestants are divided into six 
teams, each with a captain and two lieutenants. Con- 
tests are of four months’ duration; to be entitled to 
a prize award each member must be engaged in active 
company work for at least 720 hours during the four 
months period. The rules require that all accidents, 
no matter how slight, must be reported. In the cases 
of cars operating on the road, motormen and conductors 
are required to make out separate reports. Every un- 
toward incident, such as a controller flash, disturbance 
or ejectment of a passenger, the frightening of an 
animal resulting in an accident, a trolley break, broken 
glass, etc., is classed as an accident. Severe penalties 
are meted out for failure to make out reports or for 
_ willful concealment or misrepresentation of facts in 
connection with an accident. The winning team divides 
a cash prize of approximately $600 equally among its 
members, and badges of merit are awarded men of 
other teams who have earned perfect records. Appro- 
priate recognition is also given those who establish 
exceptional records in more than one contest. 

The total number of accidents in 1917 and 1918 was 
2,291 and 2,793 respectively, but the actual number 
_ was no doubt considerably higher, since the rules cover- 


ing the classification and reporting of accidents at that 
time were not as strictly defined or enforced as at 
present. As compared with a monthly average of 233 
for 1918, all classes of accidents were reduced to a 
monthly figure of 182 in 1919, 201 in 1920, 151 in 1921, 
and 123 for the first half of this year—in other words, 
an average of 4.1 per day now as compared with 7.8 
per day in 1918. 

Naturally a big improvement was noted in 1919, the 
first year of intensive safety work. As compared with 
1918, the number of employees’ accidents was decreased 
44 per cent, and the number requiring medical attention 
64 per cent. 


attention, decrease 84 per cent, this saving alone being 
twice the entire expense of carrying on all safety work, 
including the cost of contests. 

For the same period the total number of all accidents 
was decreased 22 per cent. The number of claims filed 
decreased 56 per cent. The number of suits filed was 
reduced 59 per cent, and a reduction of 56 per cent 
was effected in the total costs on account of injuries 
and damages. The total accidents for 1920 was greater 
than in 1919. This does not mean that the results 
were not as good as for the previous year, but is really 
due to the fact that the safety plan had been better 
established by 1920 and more complete accident reports 
were being received from the men. The cost of accidents 
increased approximately $11,000 in 1920 over 1919 also, 
but this was caused by one single serious accident in 
January of that year which cost the company over 
$21,000. ; 

The continued decrease in the number of accidents 
meant, of course, that more perfect records were made 
by employees in successive contests. This fact is 
readily shown from a summary of the various charges 
assessed against all six teams in each contest, together 
with the records of the winning teams. These figures 
are as follows: 


Total Charges Total Charges 


Contest All Teams Winning Team 
I 1,364 206 
2 742 114 
3 886 133 
4 817 113 
by 596 82 
6 587 84 
7 472 65 


Just what the reduction in accidents has meant in 
the amount of money required to be paid out for in- 
juries and damages is readily apparent from a glance 
at the following figures: 


Per Cent 


Accident 

Passenger Costs 

Year Accidents Cost Revenue to Rev. 
1917 ace eiastns cc wore aan nates 2,291 $120,010 $672,646 17.8 
1918; thee ee stots bademooriim ee 2,793 152,604 860,275 17.7 
19-19) ier Bc Deh ee eae oe 2,182 66,356 857,372 tipe! 
1920 SOc. net ee Oe 2,521 77,205 1,084,653 A 
1.92 loses] Senfenveaewetaeee tee fies 1,817 42,050 978,202 4.3 
1922—six months.............. 741 456,272 Ee 


16,152 


This picture would not be complete without some 
mention of the cost of actually carrying on the safety 
work itself. Data on this subject will be found to 
be equally as surprising, as may be noted in the follow- 
ing summary which gives the total annual expenditures 
since 1919: 1919, $4,482; 1920, $4,757; 1921, $5,018; 
1922—-six months—$1,725. 

These figures include the cost of preparing and print- 
ing car cards, safety bulletins, booklets, etc., the ex- 


The total cost of employees’ accidents, | 
including lost time, payment for injuries and medical — 


Ot gt 
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rense of publishing a monthly employees’ magazine, 
membership dues in the National Safety Council and 
the expense of two delegates to the Annual Safety Con- 
gress, the costs of two entertainments and banquets 
staged each year at the conclusion of the safety contests 
and the cash prize awards to the winning teams. The 
$5,018 expended in 1921 was distributed as follows: 
$1,200 for cash prizes, $600 for entertainments, $1,100 
for house organ and a like amount for safety cards, 
bulletins, etc., $450 to cover National Safety Council 
expense, $350 for payroll account, covering time of 
men attending safety meetings, and the balance for 
miscellaneous expenditures. 


SAFETY MEASURES FOUND EFFECTIVE 


In the early stages of our campaign to eliminate 
accident hazards, we soon realized that success could 
only be attained by the co-operation of the public as 
_well as of employees. The first appeal was made 
through car cards in the form of a series of ‘“Don’ts.” 
These cards embodied cartoons depicting various haz- 
ardous practices of the pedestrian, motorist, careless 
child, and others, with advice on how to avoid accidents. 
The cards were changed at intervals and were subse- 
quently superseded by a set carrying simple safety 
messages, unillustrated, which are still in use. 

The latest innovation along this line and one that 
has produced much favorable comment is the carrying 
of a safety slogan on the dashboard of the car. About 
twelve trolleys are so equipped, no two carrying the 
same message, and it is the intention to increase the 
number to twenty. Various color schemes have been 
employed in working up the different signs and they 
have attracted the prompt attention of both motorist and 
pedestrian: One, containing the admonition to motorists 
not to cut-in in front of street cars, has already brought 
about a noticeable improvement in this practice. Other 
methods of impressing the public mind with the need 
for safety have been attempted through talks to the 
school teachers and the disseminating of literature 
among the school children. 

To maintain the interest of employees, general safety 
meetings are held once each month and a safety com- 
mittee, comprising about forty members, meets twice 
each month, at which time suggestions are received 
for improving track, overhead lines, condition of equip- 
ment, etc., and the elimination of any unsafe practices. 
It is interesting to note that over 900 suggestions have 
been favorably acted upon since the inauguration of 
these meetings. Bulletin boards featuring the liter- 
ature of the National Safety Council are also main- 
tained at various locations on the property to keep up 
interest in the movement. 
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Like the safety contest idea, which, after first start- 
ing among the platform men, subsequently spread to 
the other operating departments, every effort has been 
made to insure safe working conditions in every depart- 
ment of the company. Numerous safeguards have been 
provided for the various high-speed machines in the 
wood-working department to prevent operators from 
losing a finger or hand; rubber gloves and safety belts 
are insisted upon in the line department; every track 
gang carries a first aid kit in its tool box. The auto- 
mobiles operated by the company are inspected at reg- 
ularly scheduled times in order that any defects may 
be corrected; the same applies to street cars, which are 
inspected on a mileage basis. A monthly fire inspection 
is made of the entire property. Cleanliness in the 
various offices, shops and yards is required at all times. 
Every week is “Clean-Up Week” in the Chattanooga 
organization. 

During the fall of last year, an added safety feature 
was the employment of a man to conduct among the 
workers practical demonstrations of the prone pressure 
method of resuscitation from electrical shock. Lessons 
were also given the members of the city police and fire 
departments and to the Boy Scouts. At least once 
during the past year this practice was directly respon- 
sible for saving the life of a lineman who came in 
contact with a 2,300-volt current. 

This single instance of having saved one man’s life 
has amply repaid the company for all the time, money 
and energy devoted to the teaching of safety principles 
and practices. 

Accidents never happen, they are always caused. 
Carelessness on the part of some one is always respon- 
sible for the untold misery and life-long suffering that 
we see about us every day. Safety, on the other hand, 
is something which, in the abstract, costs nothing, its 
art is easily acquired, and it pays for itself over and 
over again. 


Saskatoon Snow Problems 


HE accompanying illustrations give an idea of some 

of the snow difficulties encountered along the elec- 
tric lines of the Saskatoon Municipal Railway, Sas- 
katchewan, Canada. A portion of the road serving the 
Canadian Pacific Railway shops at Sutherland, 5 miles 
from Saskatoon, is shown as it appeared last winter. 
The lines run across the level prairie, but owing to the 
continued drifting which occurs, a wall of snow was 
created on both sides of the track for a distance of 
more than a mile. . The snow plow and sweeper shown 
at work was built in the railway company’s shops. The 
longest period that this line was tied up last winter 
was a day and a half. 


At RicHt, HIGH SNOW WALLS ON EITHER SIDE OF THE TRACK 
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Safety Device with Dead-Man Air-Brake 
Valve Handle 


By F. L. HINMAN 
Assistant Superintendent of Rolling-Stock and Buildings 
Philadelphia Rapid Transit Company 
OR three months past we have been operating in 
Philadelphia several cars equipped with simple ap- 
paratus designed primarily to improve the safety of 
operation, a feature being a “‘deadman” brake-valve 


handle. The 
apparatus is as 
shown in one 
> fcIRCUIT of the accom- 
we, CLOSER. : 2 
va panying  illus- 


trations, con- 
sisting of six 
pieces of equip- 
ment which, 
functioning to- 
gether, give 
automatically a 
brake applica- 
tion, a release 
of the circuit 
breaker and an 
application of 
sand to the 
rails. if the 
motorman re- 
leases his hold 
on the air- 
brake handle or 
moves it to a 
brake applica- 
tion position. 
The central 
feature of this 
apparatus is the special air-brake valve handle. This fits 
over the stem of the regular air-brake valve. It auto- 
matically goes to emergency position when released, thus 
providing the “‘deadman” feature. It is rotated to this 
position by a coiled spring, after being unlatched by 
another coiled spring in the top of the bonnet which tilts 
the handle upward for this purpose. In the latched posi- 
tion the handle operates like one of the ordinary type. 
After being unlatched, and thus taking the emergency 
position, the device may be relatched by moving the grip 
to the emergency position and depressing it. 

Besides the special brake-valve handle, the equipment 
comprises a circuit closer, a circuit-breaker trip and a 
sander magnet valve. The circuit closer is a small air 
cylinder connected to the brake-cylinder air line and 


oiRculr “ = | 


“SANDE 
MAGNET VALVE} ’ 
TO SPECIAL CONTACT 
FINGER IN CONTROLLER. 
at THE BRAKE 
CYLINDER PIPE. 
SPECIAL et 


EMERGENCY 
1 BRAKING 
| POSITION. 


ESSENTIAL EQUIPMENT USED IN THE 
“SIMPLEX SAFETY SYSTEM” 


YY 
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Stop-lug Arm--™ 
latching luge” 
Stop Lug ---* 


CROSS-SECTION OF THE SPECIAL BRAKE-VALVE HANDLE 


carrying on its piston push rod a quick-break head 
which makes connection-between two phosphor-bronze 
springs at each brake application. The circuit-breaker 
trip is a cylinder containing a plunger which is normally 
latched against the pressure of a spiral spring. This 
latching lever is tripped by the pull of a magnet on the 
rear end of the cylinder. The sander magnet valve is 
simply an electrically operated valve supplying air to 
the sand traps. 

The above aggregation we have entitled “The Simple 
Safety System.” Patents on the new features have 
been applied for and in due course provision will be 
made for manufacturing the essential pieces. 


Rapid Checking of Headway 
Recorder Records 


HROUGH the use of a sheet of celluloid as a tem- 

plate, J. R. Ong, transportation engineer of the 
Georgia Railway & Power Company, saves appreciable 
time in securing a check of actual schedule against 
headways on the railway lines in Atlanta. 

The company carefully checks its schedule times and 
running times, as described in the issue of this paper 
for May 6, 1922, and in this work uses a Nachod head- 
way recorder, which is moved from route to route as 


PorTIoON OF HEADWAY RECORD SHOWING ACTUAL TIME OF CARS, 
CHECKED AGAINST SCHEDULE TIME 


necessity indicates. The report sheet taken out of the 
recorder is placed under a piece of celluloid on which 
the schedule headways are indicated by holes which have 
been slightly countersunk and then the countersunk 
portions blackened by ink so that the holes will show 
more clearly. After the master sheet or template has 
been laid over the actual record, a pencil point is pushed 
through each hole in the celluloid. Next the dots rep- 
resenting the planned and actual arrival of the car 
are joined up by a blue line, if the car was ahead of 
time, and by a red line, if the car’ was behind time. 
In the reproduced section the blue line is represented 
by a broken line, and the red by a solid line. The com- 
plete record can be checked up within half an hour. 
The company has also made a change in the arrange- 
ment of hours on the sheet, beginning at 5 a.m. instead 
of 9 a.m. and resetting the clock movement accordingly. 
These hours are put on the sheet with a rubber stamp. 


December 23, 1922 


Electric Locomotives for J apanese 


Government 


They Are Equipped with Motors Specially Designed for Nar- 
row Gage, and Have High-Speed Circuit Breakers and 
a New Form of Electro-Pneumatic Control—They 
Are for 1,500-Volt, D.C. Operation 


N THEIR way to Japan are two locomotives or- 
dered some time ago for the Imperial Government 
_ Railways of Japan from the General Electric Company 
and built at the G. E. Erie Works. These will be tried 
out on the Tokyo-Yokohama line, which was electrified 
in 1915 at 1,200 volts direct current. The government 
plans in future installations, however, to use 1,500 volts. 

The locomotive is of the box-cab type, equipped with 
four GE-274 750/1,500-volt motors, geared for a maxi- 
mum speed of 40 m.p.h. Its total weight is 132,000 lb., 


all on driving axles, and it is capable of exerting a 
tractive effort of 17,700 lb. on the one-hour rating. The 
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ating cab, energize the magnet valves of the pneu- 
matically operated contactors, which open and close the 
main motor circuits. These contactors are closed by 
air pressure and opened by a heavy spring acting 
against the pistons. Ten control steps are provided 
with four motors in series and eight steps with the 
motors in series-parallel. 

Another important feature of this equipment is the 
high-speed circuit breaker, which is connected between 
the trolley and the main part of the locomotive equip- 
ment. Under normal operating conditions this circuit 
breaker is closed automatically on the first point of 
the master controller; it then remains closed unless 
tripped by an overload or short circuit or by momentary 
loss of the control circuit voltage. After being tripped 
for any reason, the breaker is again reset upon the first 
point of the master controller. Under normal operation, 
however, the high-speed circuit breaker does not open 
with the return of the controller to the off position. 


A? Lert, 1,500-Vo.Lt, 1,040-Hp. LocoMoTIvE FoR TRIAL USE OF JAPANESE Eee anaes RAILWAYS. 
Avr RIGHT, INTERIOR OF OPERATING CAB, SHOWING LEFT-HAND DRIVE 


continuous rating gives a tractive effort of 17,400 lb. 
at 22 m.p.h., with 1,500 volts on the trolley. In addi- 
tion to the 1,500-volt rating the locomotive can be oper- 
ated at 1,200 volts at a somewhat reduced capacity, and 
provision is made for operation at 600 volts direct cur- 
rent by the throwing of a commutating switch which 
connects all four motors in parallel. They are per- 
manently in series for 1,500-volt operation. Protective 
devices are supplied to prevent damage due to accidental 
contact with the 1,500-volt trolley when the commutat- 
ing switch is thrown to the 600-volt connection. The 
leading dimensions of the locomotive are as follows: 


ee ie AIAN ee oot garcia ciivinta «on "s) ce aie caclevress «8a elie iapeleim ole 37 ft. 2’ in. 
Nowa AM TIPU TR OUISEISC. © oc ach) cists nis suse ns cs ssieie + cm sia aie ele ais's 26 ft. 0 in. 
ies Ry fl ya Sa A 8 ft. 6 in. 
Height over pantograph fenaed GOWN)! si0 = ben vis ec aier 12 ft. 10 in. 
SE Se er Se So er 42 in. 
eet aM RCA CMMEME OL en Neyo iia sass Shed <p iveoinie eon bonne eee OA ep ae’ 42 in. 


The GE-274 motors were designed especially for this 
locomotive and are the largest so far constructed for 
a 42-in. gage track. Each motor rates 260 hp. on 750 
volts, and is insulated for operating two in series on 
1,500 volts. The motors are arranged for ventilation 
by means of external blowers. 

One of the most interesting features of the equipment 
is the new electro-pneumatic type of control known as 
Type PCL. Two master controllers, one in each oper- 


} 


This circuit breaker has no mechanical latches or trig- 
gers, but is tripped electro-magnetically. This con- 
struction makes for durability and permanence of 
calibration. 

To protect the locomotive motors against damage 
due to overload, an overload relay is provided, which is 
so connected that in case the motor current exceeds a 
certain predetermined value the relay contacts open the 
holding circuit of the high-speed circuit breaker, which 
then opens and thus relieves the overload. 

For collecting the 1,500-volt current, two slider 
pantograph trolleys (one a spare) are provided having 
a range of 7 ft. from minimum to maximum height. 
These pantographs are raised by admitting air to a set 
of cylinders and are held against the wire by springs, 
which are in turn held under tension by the compressed 
air in the cylinders. The contact elements consist of 
easily renewable copper wearing strips. A hand pump 
supplies compressed air for raising the trolleys for ini- 
tial operation when there is no air pressure on the 
locomotive. 

The control current is provided by a dynamotor 
arranged to supply 750 volts for the low-voltage control 
circuits and lights. In conjunction with this dynamotor 
there are two air compressors designed for 750-volt 
operation, but doubly insulated. The middle point of 
the air compressor circuit is connected to the mid- 
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voltage point of the dynamotor to insure equal division 
of the load between the two compressors. The two 
blower motors for ventilating the traction motors are 
also designed for 750 volts each and are doubly 
insulated. 

In the engineer’s cab the master controller is located 
on the left side of the cab to conform to the practice 
in Japan of running to the left instead of the right. 


Elevated Track for Underbody Maintenance 


N MOST cases the amount of rolling stock used by 
electric railways has increased in a greater propor- 
tion than shop facilities. Many roads are doing in- 
specting in yards adjacent to the shop. Where work 
has to be done underneath the car body a pit is almost 


ELEVATED YARD TRACK FOR UNDERBODY CAR REPAIRS 


a necessity.. A suggestion as to how tracks can be ele- 
vated to provide for outdoor work which would other- 
wise require a pit is shown in the accompanying illus- 
tration. This elevated track is in the yards of the 
Indiana, Columbus & Eastern Traction Company at 
Springfield, Ohio, and good use is made of it in taking 
care of interurban car repairs. 


New Cars of San Francisco 
Municipal Railway 


HE San Francisco Municipal Railway has placed in 

service twenty small center-entrance cars built by 
the American Car Company. A sample car of this type 
was placed in service in the early part of 1921 and was 
described in the Electric Railway Journal for Jan. 29, 
1921. The cars now placed in service are of the same 
type. A single-truck car with center entrance is some- 
what of a novelty when compared with the general type 
of cars now being built. The San Francisco cars are 
but 29 ft. 10 in. over bumpers and have a seating capac- 
ity of thirty-two. Brill Radiax trucks are used. The 


San FRANCISCO MUNICIPAL RAILWAY’S CENTER-ENTRANCE CAR 


PRINCIPAL DIMENSIONS AND DATA OF SAN FRANCISCO: 
MUNICIPAL CARS 


Length OVer! DUDES ss i ers cine mewn overages 0ftirol ake) terete 29 ft. 10 in. 
Maximum width over window sills... ...............:. 8 ft. 84 in. 
Height from rail over trolley board................- 10 ft. 2+ in. 
Truck Wheelbase. orice :cis sis oles oe ale © op ele elsivie ate ghee ane 12 ft. 
Seating CADACTEY oc cisceie ots vo ous Chevete eoeyy) nied eile otie Tas 0s) e ars oak aan 2 
Weight, Complete [25.22 3s tc etenins sae sorteye sees al ee 26, 200 Ib 
Type .of) Enel) i,. 2 Wate pees site af edehene enon meeaatete is Ghee iererene Brill ‘“Radiax” 


underframe is constructed of steel commercial shapes 
and plates, and the upper framing, corner and side posts 
are of oak. The outside sheathing is No. 14 gage steel 
and the letterboard No. 10 gage steel. O. M. Edwards. 
Company’s trapdoors and steps are used. The accom- 
panying table gives some of the principal dimensions 
and data. 


Other parts of the equipment include Hunter illumi- — 


nated destination signs, Garland B2 exhaust ventilators, 
Farraday. push button signals, and Rico hand straps. 
The car has both air and hand brakes. The air brakes 
are furnished by the Westinghouse Traction Brake Com- 
pany and the hand brakes are the National Brake Com- 
pany’s Peacock standard type. Type C Eclipse life- 
guards are provided. The trolley catchers are Ohio 
Brass Company’s, and Golden Glow headlights are used 
on these cars. 


Simple Brakeshoe Hanger 


HE accompanying illustra- 

tion shows a new type of 
brakeshoe hanger which is 
being marketed by the 
National Safety Devices Com- 
pany, Waterloo, Iowa. It 
consists of a flat spring which 
connects the upper casting of 
the brake head with the truck 
frame. It can be used either 
for inside or outside hung 
brakes and consists of but five 
parts, the upper casting, brake 
head, flat spring steel hanger 
and two short bolts. This is 
about one-third the number of 
parts required for other hang- 
ers. In addition to the fewer 
parts which are necessary, 
the manufacturers claim that 
a greatly reduced maintenance 
cost and even wear on brake- 
shoes will result from the use 
of this simplified hanger. 


Small Size Insulator Broun Out 


NEW and small gas nS 
sized insulator | 


has been’ brought | 
out by the Ohio | 
Brass Company, | 


Mansfield, Ohio. It 

is 84 in. long, 34 in 

in diameter, and has | 
a half-inch hole for | 
stranded wire. It is 
made of high-tension — -— ——- - : 
wet-ware porcelain, 
and due to the X 


SMALL SIZE INSULATOR 


shape has a very long leakage path. This insulator is” 


designated by the manufacturer as type XH. 
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d tothe Ouliiavs 
Railway Publicity in Australia 

New SouTH WALES GOVERNMENT RAILWAYS & TRAMWAYS 


SYDNEY, Sept. 19, 1922. 
To the Editors: 

The article in the July 1 issue of the Electric Railway 
Journal, describing the operations of the advertising 
section of the American Electric Railway Association, 
has been read with considerable interest here in the 
mother state of the Australian Commonwealth. Perhaps 
/a little information of the growth of the publicity idea 
in Australian railway management will be of similar 
interest to readers of the Electric Railway Journal. 

It will need to be emphasized first of all that the 
Australian railway systems are all government-owned 
and state-controlled. In New South Wales both the 
railway and tramway (street car) services are state- 
owned. They are administered by a board of commis- 
sioners who are vested with arbitrary powers by a 
special act of parliament, thus removing the control of 
what has grown into a huge industry from anything in 
the nature of political patronage. Some idea of the 
size of the New South Wales railway and tramway sys- 
tems will be gleaned from the fact that in the financial 
period ended June 30, 1922, the total earnings amounted 
to £18,823,154 sterling (about $94,000,000). The total 
working expenses were £14,691,918 (nearly $71,000,- 
000), the difference between these two amounts, 
£4,691,236 (nearly $23,000,000), being paid into the 
consolidated revenue of the state to assist in carrying 
the national debt. 

Being state-owned, the point is continually em- 
phasized that the railways and tramways “belong to the 
people.” This, in its turn, has meant the creation of 
a large body of keen critics of railway administration. 
There are so many people really, especially people 
entirely untrained in railroad work, who think they 
could do the job very much better if they only had 
the chance. There, in a word, is the reason for the 
establishment of a publicity office; and there is, at the 
same time, a permanent and ever-varying field of oper- 
ations for the publicity officer. 

It may be that some time in the future the commer- 
cial side of the publicity department—the advertising 
section—will become associated with the new scheme. 
Up to date, however, the publicity office has been 
entirely concerned with the work of disseminating 
reliable and up-to-date information about the operations 
and administration of the services. In addition to 
replies to criticism and complaints which find expres- 
sion in the public press of the country, the office is 
continually engaged in the preparation of up-to-date 
‘statistics and the compilation of valuable information 
with regard to every aspect of railway work and admin- 
istration. 

The article in the Electric Railway Journal declares 
that the “most constructive work done by the adver- 
tising section of the American Association has been 
that of giving electric railway news a real standing 
in the papers and periodicals of the country.” It can 
be confidently asserted that the same desirable result 
has been achieved by the publicity office of the New 


South Wales Railways & Tramways Department. Prac- 
tically the entire press of the country now receives with 
avidity the information which is sent out in a stream 
of daily communications from the publicity office. 
When this work started it was face to face with a 
blank wall of popular ignorance of railway affairs, and 
particularly of railway finance. Evidences of serious 
misconceptions of these things are now comparatively 
rare. 

The importance of educating the public mind on these 
matters may be gaged from the fact that the chief 
commissioner of the New South Wales railway and 
tramway services controls more than 50,000 employees, 
which means that the railways and tramways constitute 
an industry embracing one-tenth of the entire wage- 
earning population of the state. 

Attached to the publicity office of the New South 
Wales railways and tramways is an information bureau. 
The business of the staff of this bureau is to have in 
readiness, available for use at a moment’s notice, up- 
to-date and reliable information and statistics in regard 
to railway and tramway operations, not only of our 
own systems, but also of the systems of other states 
of the commonwealth and of other countries of the 
world. 

A similar experience to that indicated in your July 
issue in regard to the reliability of the articles, the 
statistics and general information supplied to the press, 
has been realized here in New South Wales. A plain 
intimation has been made to the entire newspaper- 
reading population of the state, and continually em- 
phasized, that the state-owned railway and tramway 
administration has nothing to hide from’ the people, 
and is prepared at all times to supply the fullest in- 
formation to those who are seriously concerned in the 
administration of the commissioners. This has had a 
most signal and beneficent effect. We invite criticism, 
but we say to all our critics: ‘Get the facts first; 
we will supply you with the facts if you will ask for 
them.” The effect of this policy might be easily 
imagined. Without pursuing the subject further, it 
might be confidently asserted that the idea of a pub- 
licity office, attached to the various Australian com- 
monwealth railway and tramway systems, will shortly 
become an integral part of the administration of these 
huge public concerns. THOMAS CROUCH, 

Publicity Officer. 


Appreciates Assistance of Electrical Press 
THE SOCIETY FOR ELECTRICAL DEVELOPMENT, INC. 


NEw YORK, Dec. 19, 1922. 
To the Editors: 

At the meeting of the directors of the society, held 
at headquarters on Nov. 25 last, the assistant to the 
president, in his semi-annual report, called attention to 
the very excellent co-operation that the society is re- 
ceiving from the electrical trade papers. 

On motion, duly seconded and carried, the directors 
instructed me to convey to you their appreciation for 
the effective way in which you are bringing to the 
notice of the industry the work the society is doing. 
They further instructed me to express the hope that 
we may be favored with a continuance of your whole- 
hearted co-operation and to assure you of their desire 
that the society work always for the best interests of 
the industry. J. SMIETON, JR., Secretary. 


Selling Rides by Advertising 


By CLIFFORD A. ELLIOTT 
Cost Engineer Pacific Hlectric Railway, 
Los Angeles, Calif. 

HE Pacific Electric Railway’s interurban lines, 

of more than 1,100 miles of track radiating out 
of Los Angeles as far as 70 miles and serving some 
fifty-seven cities in four counties in southern Cali- 
fornia, have innumerable points of interest for the 
large number of tourists who yearly visit this section 
of the state. It is not only the policy of the company’s 
passenger traffic department actively to interest these 
tourists in the many attractive points of interest on 
the company’s lines, but it-is also the aim to attract 
the permanent residents of the various communities to 
visit such attractions. These attractions consist of re- 
sorts operated by the company or those operated by 
others conveniently reached by the company’s lines. 

In the summer season the large volume of travel tends 
to move to the many beach resorts located on the com- 
pany’s lines, while during the fall, winter and spring 
‘season the travel tends to move to the foothills, from 
which points of vantage travelers in large numbers 
move in numerous hiking parties to and from the won- 
derful mountains available for such purposes. In the 
large ranges of mountains located inland from the 
Pacifie coast are operated many mountain resorts, 
which are a large attraction for vacationers during the 
summer season. Some of these resorts are open the 
year round, particularly the company owned and oper- 
ated resort located 1 mile above sea level on Mount 
Lowe. This trip by trolley is nationally known. 

In interest of attracting travel to the many advan- 
tageous points for hiking among the mountains, the 
passenger traffic department circulates a twelve-page 
attractive folder on hiking. The interior section of the 
folder—17 in. x 24 in.—carries a very comprehensive 
detail map, showing the location of all the government 
trails, Pacific Electric lines, resort and mountain camp 
sites, various canyons, mountain ranges and other valu- 
able information for the use of hikers. 

Attractive lithograph cards are placed in wooden 
frames inclosed in glass, which feature the most im- 
portant points of interest on the company’s lines. Two 
sizes of cards are used. One 10 in. x 26 in. for small 


they are displayed. 


Electric Railway Publicity 


Devoted to How to Tell the Story 


How RivE-INDUCING ADVERTISEMENTS ARE MOUNTED 
IN THE CARS 


types of cars; the other size being 12 in. x 28 in. for 
large types of interurban cars. The cards are printed 
oversize with margin in order that they may be cut 
down to fit the particular frame in the cars in which 
In displaying these cards eight 
frames are available in the majority of the cars. 
One of the illustrations shows the position of the dis- 
play frames in the cars. Four of the frames are in the 
smoker section and four in the other section of the car. 
This allows two frames to each end of each section so 
that a prominent view of the cards is always had, 
whichever way seats may be reversed for the car move- 
ment. The Pacific Railway Advertising Company rents 
the upper or roof section of all the company’s cars for 
interior car advertising, displaying standard 10-in. x 
20-in. cards held in place by standard metal containers. 

However, the company reserves for its own use the 
car end sections, which are fitted with a special type of 
frame located at the right and left sides of the car 
doors, and easily observed by the traveling public 
due to their convenient location. These cards are 
changed every three to six months, whenever they be- 
come dirty; also the type of the card is changed from 
time to time with a view of getting the subject fresh in 
the public’s mind from another angle. In previous 
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years some of these display cards indicated the rate of 
fare for reaching the various points of interest, but 
of late these fares have been omitted due to occasional 
changes in passenger rates, elimination of war tax, etc. 

The frames are made of #-in. molding fixed in place 
by two wood screws in each of the four sections that go 
to make up the frame. This type of frame permits its 
easy removal for renewing the display cards. 


“The Street Car’s Carpet” 


JHE material that goes into a street railway roadbed 
from earth to surface paving was illustrated as a 
feature of an exhibit used by the Los Angeles (Calif.) 
Railway in the Pageant of Progress and Industrial Ex- 
position held in that city recently. 
' The roadbed construction was set in a box 8 ft. long 
and 6 ft. wide with a heavy 
glass at one end to show a 
cross-section. A top view 
showed the roadbed gradu- 
ated down from surface pav- 
ing to concrete sub-paving, 
the rail, ties, ballast, tile 
drain and earth. A large 
poster at the back: of the box 
headed, ‘The Street Car’s 
Carpet,” was marked in 
squares, and each square 
was devoted to one of the 
articles in the track exhibit, 
such as rail, ties and ballast. 
Ribbon streamers connected 


No. 1—Front View or Los ANGELES RAILWAY EXHIBIT IN PAGEA 


No, 3—CRoss-SECTION OF TRACK CONSTRUCTION EXHIBIT, 


the articles with the-data on the poster, showing the 
amount of the various articles uséd in laying 1 mile 
of ‘track. All figures’ were for double-track con- 
struction. . 

A cloth strip 20 ft. long occupied the full length of the 
booth with a “historical parade” of street cars used in 
Los Angeles from two-mule cars to two-car trains. The 
poster showed the years the various types. served the 
city and the cost. 

A poster that attracted considerable interest was 
headed “Why Your Car Was Late.” This poster was 
made up of photographs of traffic blockades caused by 
broken-down trucks, street repair work and other causes 
beyond the control of the company. These pictures 
were procured by having a photographer ride on an 
emergency auto for a day. 

Other posters advertised the safety records of the 
company, the number of 
cars in service at various 
times, right and wrong way 
to board a car, and urged 
passengers to avoid delay by 
having correct change. A 
trolley wheel and piece of 
trolley wire attached to a 
poster showed the size of 
these articles and the num- 
ber of miles of wire used, 
and its cost. 

Two men were at the 
booth at all times to explain 
details of the exhibit and 
to distribute literature. 


nv oF Procress. No, 2—DpraiL or TRACK CONSTRUCTION EXHIBIT 
Nos. 4 AND 5—CoRNERS OF LOS ANGELESRAILWAY EXHIBIT 


980 


ELECTRIC RAILWAY JOURNAL 


’ 
| 


Vol. 60, No. 26 


Kentucky Men Discuss Public Relations 


A Meeting of the Kentucky Association of Public Utilities at Lexington on, 
Dec. 12 Was Well Attended—AlIl Classes of Utilities Were Represented 


PPROXIMATELY 180 delegates 

registered at the meeting in Lex- 
ington on Dec. 12 of the Kentucky 
Association of Public Utilities. This 
is the seventh annual meeting held by 
the body, which represents all classes 
of utilities, and most of the addresses 
and papers related to the need of estab- 
lishing good public relations. The 
principal paper relating to traction 
matters was presented by James P. 
Barnes, president of the Louisville Rail- 
way, whose topic was “Internal Public 
Relations,” and was based on the idea 
that the inside working of an oresniza- 
tion must be right before it can develop 
its outside relations correctly. An ab- 
stract of this paper appears elsewhere 
in this issue. 

Sessions were held both in the Phoenix 
Hotel and at the University of Ken- 
tucky. In addition, there was a ban- 
quet on Monday evening at the Lafay- 
ette Hotel for those delegates who 
arrived on that day. The hosts were 
the officers of the various utility com- 
panies in Lexington. 

The session on Tuesday morning 
opened by an address by the president, 
L. B. Herrington, vice-president and 
general manager Kentucky Utilities 
Company, Louisville. An abstract fol- 
lows: 


PRESIDENT’S ADDRESS 


In his address Mr. Herrington pointed 
out that a year ago the utilities of the 
state were still suffering from the con- 
sequences of the war, but confidence in 
an early and complete recovery per- 
meated last year’s meeting. Scarcely 
was the meeting over, however, before 
the coal strike and the rail strike came, 
retarding recovery, but the way in 
which the utilities gave service during 
those trying days will be borne in mind 
by the public. 

In spite of all that has been said 
and done, a considerable portion of the 
public has an opinion of utility com- 
panies which is not flattering. They 
will never be able to get all of the 
people on their side, but if they con- 
tinue to take all of the people into 
their confidence, give good _ service, 
charge reasonable rates and give cus- 
tomers an opportunity to become part- 
ners in the enterprise, the utilities will 
gain the respect, confidence and good 
will of the large majority of people. 
Without this good will, capital for 
necessary utility extensions cannot be 
secured, and a community cannot grow 
unless its utilities are healthy and 
growing. 

A utility gives more than it takes 
out of a community, and if a part of 
its capital is furnished locally, even 
the return on that part of the capital 
remains to build up that community. 
During the past year some of the ut'l- 
ity companies in the state have con- 
ducted successful customer ownership 
campaigns, and this plan is recom- 


mended to those member companies 
which have not tried it. Further sup- 
port of the work of the publicity bureau 
was also urged. 

For the first time in the history of 
the association, women have a place 
on the program. They can contribute 
much toward a better understanding 
between the utility companies and the 
public. They have shown an aptitude for 
handling successfully several branches 
of the electrical business. They invest 
in the utility securities and are among 
the largest users of their service and 
are the molders of sentiment in their 
homes and in their communities. The 
women can be reached better through 
the women in the industry than in 
any other way. 


SECRETARY’S REPORT 


E. F. Kelley, secretary of the asso- 
ciation, reported that forty-seven cor- 
poration and associate members were 
represented among the 178 delegates 
registered. A news service bulletin is 
issued twice a month and has a cir- 
culation of nearly a thousand copies, 
of which 350 go to Kentucky news- 
papers. The remainder go to the util- 
ity companies, public officials and others. 
Testimony to the interesting character 
of the material in this bulletin has been 
received. Cordial relations have been 
established with the press by letting it 
be known that the Bureau of Informa- 
tion is always ready to give out the 
facts about any utility event, whether 
they are favorable to the company or 
not. Arrangements have been made for 
speeches before civic organizations on 
utility topics on request, and many mem- 
bers of the association had spoken. The 
bureau operated last year on a budget 
of but $3,600, of which $2,400 had to 
be spent for the bulletin. 


“THE PUBLIC SERVANT” 


Donald McDonald, vice-president and 
general manager Louisville Gas & Elec- 
tric Company, in the paper on ‘The 
Public Servant,” said that the lawyer 
or judge who coined this expression 
to describe utility companies performed 
a real service, both to the companies 
and to the public. The relation of 
master and servant is older than writ- 
ten history, and it is interesting to note 
that the oldest codes of Babylon and 
Leviticus enjoin on the servant dili- 
gence, honesty and efficiency, but on the 
master justice, kindness and _intelli- 
gence. Men often boast of how cheaply 
they bought their goods, but never of 
the fact that their servants are under- 
paid or underfed. Nevertheless men 
do sometimes boast that in their city 
the street carfare is 5 cents, although 
they know that the actual cost is more 
than that. The speaker thought that 
a better understanding is coming about. 
The role of public servant is an honor- 
able one. It is desirable that the util- 
ity should take care to be a good serv- 


ant, and the municipality should take 
care that it should be a good master. 


NeEws IN Its RELATION TO 
PuBLIC UTILITIES 


In a talk on this subject Brainard 
Platt of the Courier-Journal and Louis- 
ville Times referred first to the greater 
willingness at present of utilities to 
give the newspapers information, even 
if not always favorable. He described 
news as: “That characteristic of any 
happening which gives to it an appeal 
beyond the circle of those immediately 
concerned,” and pointed out that an 
item which might be news for a weekly 
in a town of a few thousand population 


would not be a news item to a daily 


paper in a city of the first, second or 
third class. The former might like to 
know when a new motorman was put 
on the interurban that passes through 
the town. The paper in a big town is 
interested only when the motorman 
serves for a long time without an acci- 
dent and perhaps receives a medal for 
such service. The big activities of the 
utilities are also news, such as exten- 
sion of facilities, development of old 
policies or change to new ones, floating 
a large loan or canceling one, defying 
a strike or settling a strike, organizing 
the employees in the union or out, in- 
creasing a wage scale or reducing one, 
etc. He commended the way in which 
the Louisville Railway gave news about 
its negotiations for a readjustment of 
fare, and how an electric road entering 
Louisville talked frankly of a severe 
accident some years ago. 

He also declared that newspapers 
should know news confidentially only 
when a release date was coming. Their 
hands should not be tied perpetually 
on news given in confidence. Utilities 
should also be able to know the differ- 
ence between news and propaganda. 
The former is welcomed by the papers 
through their reading columns. The 
latter should go into the advertising 
columns properly labeled. 

Charles N. Manning, president Lex- 
ington Security Trust Company, gave 
an address in which he dwelt upon the 
importance of the utility as a commu- 
nity builder. 


MEETING AT THE UNIVERSITY 


At 11 o’clock at the conclusion of 
these addresses the convention dele- 
gates boarded special cars for the Uni- 
versity of Kentucky, and after their 
arrival there held a meeting in the 
chapel, jointly with the students of the 
university. Dr. Frank L. McVey, pres- 
ident of the university, presided, and 
the principal speaker was Samuel 
Insull, president of the Commonwealth 
Edison Company, who told of the early 
efforts of Edison and technical develop- 
ments down to the present day. He 
declared that opportunities in the elec- 
trical business for the young man of 
the present time are greater than fifty 
years ago, provided the man is willing 
to make the necessary sacrifices to 
succeed. 

After an inspection of various depart- 
ments of the university and a luncheon | 
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at the university cafeteria, the meeting 
reconvened in the afternoon in Mechan- 
ical Hall, where the first address was 
by F. Anderson, dean of engineering. 
Dean Anderson gave an _ interesting 
talk on training men for utilities, argu- 
ing that the men should be trained for 
executives rather than merely receiving 
a technical training, and A. S. Nichols, 
general manager Paducah Electric Com- 
pany, spoke on “Looking Forward.” 
There were other addresses, including 
one from Mrs. Florence A. Tate, chair- 
man Women’s Public Information Com- 
mittee, East Central Division, N.E.L.A., 
who spoke about ‘“‘Women’s Interest in 
Public Utitilies.” Mrs. Tate referred 
to the numerous opportunities for posi- 
tions for women in the commercial de- 
partment, accounting department, pur- 
chasing department, stock and bond 
department, information, ‘department, 
and public relations department of util- 
ity companies. She also pointed out 
how the utilities are partners in every 
home and have brought to the home 
devices to conserve women’s time and 
strength and for the rich and poor alike. 

Miss R. E. McKee, who occupies the 


same position with the Great Lakes 
Division, N.E.L.A., also spoke, as did 
W. S. Cramer, president American 
Water Works Association, Lexington. 
The subject of his address was “The 
Foundation of Public Service.” 


NEw OFFICERS 


Officers elected at the meeting, just 
before the close, were as follows: 

President, W. H. Harton, Covington, 
general manager Cincinnati, Newport 
& Covington Railroad. 

First vice-president, J. P. Pope, gen- 
eral manager Kentucky Traction & 
Terminal Company, Lexington. 

Second vice-president, James 
Barnes, president Louisville Railway. 

Treasurer, P. S. Pogue, president 
and general manager Louisville Home 
Telephone Company. 

Secretary, E. F. Kelley, secretary to 
James P. Barnes, president Louisville 
Railway. 

Executive committee: John G. Stoll, 
Lexington; Donald McDonald, Louis- 
ville; A. S. Nichols, Paducah; L. B. 
Herrington, Louisville, and H. J. Coch- 
ran, Maysville. 


ee 


Internal Public Relations* 


The Public Relations of a Company Can Be Measured, Just as a 
Fever Chart of a Patient Illustrates His Condition 


By JAMES P. BARNES 
President Louisville Railway 


HE state of a public utility com- 
pany’s relations with the public it 
serves is an accurate thermometer of 
its health as a public service. Fever 
charts of the condition of a utility com- 
pany could be charted therefrom as 
surely as the bedside fever chart of a 
hospital patient. Moreover, the public 
relations fever chart of the utility 
company bears much the same relation 
to its corporate health as would the 
bedside chart to that of a patient. When 
all is well, temperatures are normal 
and the fever chart becomes a relatively 
meaningless record, but let the pneu- 
monia of broken promises (chill 
breaths that blow good to no one), or 
the blood poisoning of distrust (bred 
from that foul germ double dealing), 
affect the patient, and the fever chart 
becomes a mountain peak of threaten- 
ing terror to nurses and physicians. 
Now the parallel between individual 
and corporation can be developed to 


any desired extent and the similarity 


of the two is impressive. What we wish 
to consider especially now, however, is 
the very remarkable parallelism of the 
corporation and the individual in these 
important particulars: 

1. The fever chart records symptoms, 
i.e. results, not causes. ~ 

2. The temperature goes up more 
rapidly and dangerously than it goes 
down. 

3. The fever chart reflects an inter- 


- nal condition. 


The clinical thermometer of medicine 


*Abstract of address presented at a meet- 
ing of the Kentucky Association of Public 
Utilities, Lexington, Ky., Dec, 12, 1922. 
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is a simple instrument readily applied 
and easily understood. Its indications 
are positive and strictly relative; are 
in terms of but one dimension, viz., 
degrees Fahrenheit. True, pulse and 
respiration are also of importance, but 
they are strictly relative and in the 
case of the individual, we deal pri- 
marily with not more than three major 
indications, all easy of observation and 
comparison. 

Compare this situation with the diffi- 
culty of any honest attempt, even super- 
ficially, to gage the temperature, pulse 
and respiration, representing, say, the 
cordiality, prompt response and out- 
spoken comment critical or commenda- 
tory of the public in respect to a public 
utility corporation in its service. 

Observation must be made from 
widely varying angles. The cordiality 
of the banker will not be the same in 
kind or degree as that of the laborer, 
and only a fine discriminating intelli- 
gence can gage the relative importance 
of these two and all the other classes 
at any particular time. Here the ele- 
ment of the observer’s judgment enters 
and becomes of prime importance and 
the value of his observations and de- 
terminations is all too apt to be, or 
become, tinged with self-interest or 
personal prejudice. 

So the first of the symptoms—tem- 
perature, is neither easy nor certain of 
ascertainment. 

Prompt response—the pulse of the 
public good-will is almost as uncertain. 
Mankind, generally, responds more 
quickly and more sharply to unpleasant 
than to pleasant disturbances. Com- 


plaints, therefore, are more numerous 
and more emphatic than commenda- 
tions, and the just proportion between 
the two is again a matter for judg- 
ment to determine. A condition may 
exist in which complaints are not made 
because of a sense of their futility. 
This condition is more common than is 
generally or frequently supposed, and 
under this condition the absence or 
rarity of complaint certainly does not 
denote a healthy condition of the public 
pulse. Other criteria suggest them- 
selves by whose application it is easy 
to demonstrate that in this respect, as 
in others, the public’s attitude must be 
widely observed and carefully studied 
by the operator who would not commit 
the fatal blunder of fooling himself. 

Let it be never forgotten that com- 
ment regarding the conduct of a utility 
is more outspoken in some places and 
under some conditions than at others. 
Seldom is it true that any one man, 
whatever his position in the corpora- 
tion or in the community, can take the 
full measure of what is being said in 
all circles, and for this reason, if for 
no other, it is essential that the suc- 
cessful utility manager shall not only 
be a good listener, but that he shall 
also cultivate and encourage the peo- 
ple who tell him what they hear for and 
against, and particularly against, his 
methods of management and their re- 
sults in service to the public. 

Every one knows that unfavorable 
symptoms multiply and intensify more 
rapidly than favorable ones. History 
records many cases of individuals great 
in their achievements, strong in their 
personalities, slowly building reputa- 
tion and place in the public esteem, 
then suddenly and completely ruined 
in that esteem almost in the twinkling 
of an eye. Public relations resemble 
an intricate and delicate edifice, to be 
reared only in painstaking care and 
devotion over long periods of time, but 
subject to sudden collapse if weakness 
develops in foundation or structure at 
any one of many important points. 

The time has long passed when any 
public utility operator will deny or 
belittle the importance of correct rela- 
tions with the public, and the time is 
fast approaching when no public utility 
operator will dare attempt to establish 
public relations on any but the basis 
of complete and open frankness of 
dealing. 


CHART INDICATES INTERNAL CONDITIONS 


This brings me to the third, and by 
far the most important consideration 
heretofore set out, viz., that the fever 
chart of public relations reflects in- 
ternal conditions. 

Men’s relations in the day to day 
contacts of business are on a basis 
which presupposes a condition of nor- 
mal healthy functioning on the part of 
each. Seldom does the unbalanced 
physical or mental individual continue 
for long to discharge the duties of nor- 
mal relationship in business matters. 
True, there are cases, and very note- 
worthy cases too, of men who rise su- 
perior to physical limitations and men- 
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tal or educational handicaps, and who 
command thereby and therefore the 
warmest admiration and devotion from 
their associates. These cases are the 
rare exceptions, however, and are in 
themselves abnormal. 

The corporation must follow the lines 
of normal functioning, for with normal 
public reactions it must deal. Reactions 
may be widely different as between com- 
munities, but always remember that 
the reaction of a given community is 
its normal reaction, for normality is 
based on the average, or the majority, 
and as thinks the average or majority 
of citizens, so will the community be 
governed. 

Grant that a community can be but 
normal and grant that the internal con- 
dition of the corporation serving it may 
be measured in terms of the normality 
of its particular community. 

Judge the health of the public serv- 
ice corporation by the esteem in which 
it is held by its community. 

Then, lest the health—that is the 
public relations—fail, guard first 
against internal cause of failure. Look 
to the virtue of patience, courtesy, 
frankness and honesty to maintain an 
internal understanding and sympathy 
so firm that neither the agitator nor 
the fault-finder can shake the ideals of 
the organization. 


REPUTATION Is FOUNDED ON CHARACTER 


Men who work together in sympa- 
thetic understanding learn to weigh 
one another’s problems and to respect 
one another’s accomplishments. The 
mutual respect had by such understand- 
ing forms sterile soil for the seed of 
the agitator and trouble maker. When 
men know of their own knowledge that 
their associates are straight, hard- 
working folk, each in his own sphere, 
there’s little tinder left for the flame 
of soap-box oratory to kindle. Defense 
of those we know and trust springs 
readily to the lips of all of us, and no 
finer or more lasting monument can or 
need be raised to an organization than 
that the men of which it is composed 
think well of it. And as they will 
think, they will speak, well or ill. No 
man and no organization can avoid the 
making of a record; sins of omission 
are recorded along with sins of com- 
mission. Sometimes one, sometimes the 
other is more serious, but always the 
record is made, and always the record 
is interpreted, discussed and spread 
abroad. Reputation cannot be avoided. 
It is our business to see to it that 
reputation is fair and clean. 

Reputation is founded on character 
and will in the long run conform to 
character. So it is our primary busi- 
ness to see that character is kept fair 
and clean. Truth is, after all, the 
mightiest force in the world, and so far 
as its making lies in our hands it is 
our moral, civil and corporate duty to 
see that the truth of our relations to 
associates and customers alike bears a 
fair and not an ugly face. 

Build then internally the health of 
these public service corporations on a 
relationship of truth, of understanding, 
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and of sympathy. Maintain the confi- 
dence of mankind within and without 
by deserving it. Place service before 
reward—place obligation before privi- 
lege—place honesty ahead of all—hon- 
esty of purpose—honesty of method— 
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honesty of thought and deed—and then 
sleep well o’ nights secure in the knowl- 
edge that summer’s sun, winter’s frost, 
nor equinoctial storm shall destroy your 
house—strong from within and founded 
on a rock. 


Union Internationale de Tramways Meets 


This Was the First Convention Since the War of This Association, Whose 
Permanent Headquarters Are in Brussels—Four Days Were 
Given to Technical Sessions 


URING the same week that the 
American Electric Railway Asso- 
ciation was holding its convention in 
Chicago last October, the Union Inter- 
nationale de Tramways, de Chemins de 
fer d’Intérét local et de Transports 
Publics Automobiles held its eighteenth 
convention in Brussels, Belgium. This 
association, before the war, held meet- 
ings every two years and included in its 
membership electric railway companies 
and manufacturers from all the prin- 
cipal countries in Europe. The seven- 
teenth meeting was held in Christiania, 
Norway, in 1912, and what was to have 
been the eighteenth meeting was sched- 
uled to occur in Budapest, Hungary, in 
August, 1914. All of the preliminary 
arrangements for that meeting had been 
made and a number of advance papers 
had been issued to members when war 
was declared and the German forces 
entered Belgium. The headquarters of 
the association have always been in 
Belgium, so that all the activities of the 
association had to stop. Since the war, 
the association has been reorganized to 
include member companies from the 
allied and neutral countries only, and 
headquarters have been reopened in 
Brussels. 7 
The first function of the eighteenth 
convention occurred on the evening of 
Sunday, Oct. 2, 1922, when the members 
of the association who had already 
reached Brussels met at an informal re- 
ception tendered at the Taverne Royale 
by the local committee of arrange- 
ments. About 300 delegates and many 
ladies were present. In many respects 
the meeting was one long to be remem- 
bered, especially by those who had at- 
tended earlier conventions of the asso- 
ciation. Acquaintances who had_ not 
been seen for ten years were greeted 
and old friendships were revived. A 
number of delegates who had regularly 
attended other meetings were missing, 
but their absence, so far as numbers are 
concerned, was more than made up by 
new members who utilized this oppor- 
tunity to become acquainted with each 
other and with the older delegates. 
Among those in attendance were a num- 
ber of official representatives to the 
convention from foreign governments. 


MEETING ON OCT. 3 


The first official session of the asso- 
ciation was held on Monday, Oct. 8, at 
the Palace of the Academies on the Rue 
Ducale. The chairman of the meeting 
was the Belgian Minister of Railways, 
Mr. Neujean. In his opening address 
he referred to the important place which 


the tramways occupied in the social 


and business life of large cities, which 
could not-long survive an interruption | 


of their services. Their suburban and 
interurban extensions supply a neces- 
sary connection between the city and 
eccuntry communities. In looking 
toward the future of city and suburban 
transportation the minister said that he 
believed the auto bus would be used for 
this service more extensively than at 
present. He then referred to the ex- 
tent to which Belgian capital was in- 
vested in tramway enterprises abroad, 
as in Egypt, South America, Canada, 
etc. He extended the welcome of the 
government to the association and said 
he would follow its deliberations with 
great interest. 

Constantin de Burlet, the honorary 
director general of the Societé Na- 
tionale des Chemins de fer Vicinaux of 
Belgium and president of the associa- 
tion, then gave an address, the keynote 
of which was the need for courage in 
the circumstances. 

Mr. de Burlet first referred to the 
various distinguished government offi- 
cials commissioned to attend the con- 
vention, including M. Max, Burgomaster 
of Brussels, whose name became known 
throughout the world during the war. 
He then referred to the conditions which 
had interrupted the work of the asso- 
ciation from 1914 to 1918, to the pres- 
ent peace which, while here, left many 
wounds unhealed, and to the services 
rendered to Europe during the war by 
Mr. Hoover. But progress, he said, must 
be forward in spite of the many diffi- 
culties which seem to block the road. 

Reviewing the history of the asso- 
ciation, he pointed out that it had been 
organized in Brussels in 1885, largely 
through the initiative of Gustave 
Michelet, general manager of the Brus- 
sels Tramways, who was elected the 
first president and continued in that 
office until his death in 1897. He was 
succeeded by Baron Janssen, president 
of the Brussels Tramways, who occupied 
the office for fourteen years, when he 
was elected honorary president. It was 
at the earnest wish of Baron Janssen 
that the present president accepted the 
office. 

After referring to the dependence of 
the industry on engineering inventions, 


Mr. de Burlet then spoke of the essen- ~ 


tial difference between improvements 
in the electric railway industry and in 
manufacturing, because of the lack of 
rivalry between different electric rail- 
way systems. An improvement which 
means a reduction in cost of the article 


Oe 


| 


_ competitors. 
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produced in an industrial enterprise is 
hidden jealously because of the advan- 
tage which it gives a company over its 
With local transportation 
companies, however, there is no feeling 
of this kind. Nothing is concealed, be- 
cause there is no sales rivalry. Every 
improvement, every step toward prog- 
ress, every new invention is made pub- 
lic, and no better place could be found, 


Mr. de Burlet said, for doing this than 


at meetings of the International’ Tram- 
way Association. The advantages of 
this condition are great, though not 
always realized. Mr. de Burlet also 
spoke about the expansion of the asso- 
ciation since: the last meeting by the 
inclusion of the bus industry. 

The speaker then sketched the history 
of motive power tried on street rail- 
ways from the time of the presentation 


_ of a paper on electric traction at the 


1886 meeting, pointing out that the 
present trolley system was largely the 
invention of a Belgian, then living in 
the United States, Mr. Van Depoele. 
Mr. de Burlet then referred briefly to 
the damage suffered by the tramway 
systems in Belgium during the war, due 
to track being torn up and cars and 
other equipment destroyed or removed. 
The total was estimated at pre-war ex- 
change for the Société Nationale des 
Chemins de fer Vicinaux at Fr. 300,- 
000,000 ($60,000,000) and for the prin- 
cipal tramway companies in Belgium 


Fr. 25,000,000 ($5,000,000). While this. 


material loss was great, a greater loss 
was suffered through the death of offi- 
cials and employees in engagements 
against the invader. It was a satisfac- 


tion, however, to see so many old faces 


back and to realize that in the present 
membership twenty-seven nations are 
represented. 

After referring to several of the 
topics before the association, President 
de Burlet announced as the first paper 
on the program that by. Mr. Mariage, 
general manager Paris Tramway Sys- 
tem, on the “European Electric Rail- 
way Financial Conditions.” An ab- 
stract of the paper appears on page 
754 of the issue of this paper for Nov. 
4. Owing to the absence of Mr. 
Mariage, his paper was read by Mr. 
Bacqueyrisse, one of his associates. 
This was followed by a paper by Mr. 
d@Hoop on “Welding in Tracks and 
Shops,” which was abstracted in the 
issue of Noy. 4, page 753. The discus- 
sion was brief. 

In the afternoon an excursion was 
made to the Colonial Museum at 
Tervueren, and this was followed by an 
evening theater party. 


MEETING ON OcrT. 4 


The session on Tuesday, Oct. 4, was 
presided over by Mr. Norregaard, man- 
ager of the Copenhagen Tramways. 
The first paper of the session was:on 
“Motor Service Organization in Great 
Cities,” by H. E. Blain, managing direc- 
tor London Underground Railways and 
London General Omnibus Company 
group. In the absence of Mr. Blain the 
paper was read by James Dalrymple, 
general manager Glasgow Corporation 


} 


Tramway. It appears in abstract in 
the issue of Nov. 4, page 750. At the 
conclusion of the paper, Mr. de Burlet 
extended thanks to Mr. Dalrymple for 
the clearness of the presentation of the 
paper and to Mr. Blain for the contri- 
bution. 

Mr. Castaing, delegate from the city 
of Paris, added some interesting infor- 
mation in regard to the operation of the 
Parisian bus system. He said that at 
present there are 1,050 buses in Paris, 
but next year it is expected that there 
will be 1,400 buses, serving a total of 
sixty lines. These buses cover about 
120 km. (75 miles) per day and use 
benzol as a fuel. Tests are being made 
with a new fuel consisting of 50 per 
cent benzol and 50 per cent alcohol. It 
is hoped before long that all the cars 
will be operated with this mixture. 

Mr. Dalrymple said that in Glasgow 
with 1,250,000 population there was not 
a single omnibus. 

The next paper on the program was 
by C. J. Spencer, general manager Lon- 
don group of tramway companies, on 
“Modern Improvements in Tramway 
Rolling Stock.” An abstract was pub- 
lished on page 641 of the issue of Oct. 
14. In Mr. Spencer’s absence the paper 
was read by Mr. Beckett, chairman of 
the Municipal Tramways Association of 
London, who explained that Mr. Spen- 
cer and Mr. Blain had been detained 
from attending the meeting because of 
labor troubles. 

In the following discussion Mr. 
Bacqueyrisse spoke about some work 
done by the Paris Tramways in build- 
ing some new cars with center en- 
trance. If progress in Europe in car 
design is not so rapid as in America, 
he said, it may be attributed to the fact 


_ that the European engineer is more 


conservative than the American engi- 
neer and has less money to spend on 
experiments. He indorsed the sugges- 
tion in Mr. Spencer’s paper that roll- 
ing stock waste could be reduced to ad- 
vantage and referred to some work 
along these lines in which his company 
was engaged. (See issue of Hlectric 
Railway Journal for Dec. 2, page 878.) 
He hoped to secure with this car an 
economy of energy of 9,375,000 kw.-hr. 
annually, equivalent ito 15,000 metric tons 
of coal at a cost of about Fr. 2,800,000. 
Mr. Bacqueyrisse said that the weight 
of the motors on this car would not be 
more than 15 kg. per horsepower in 
place of 32 kg. formerly. He also re- 
ferred to the novel method of braking, 
in which the brakes are applied to the 
shaft of the motor and are quick act- 
ing. The distance required to make a 
stop from full speed is reduced from 
45 m. to 20 m. Mr. Peridier, technical 
expert of the same company, gave 
further particulars. 

This concluded the morning session. 
The afternoon was spent in a trip to 
Charleroi to inspect the new shops of 
the A.C.E.C., large parts of which are 
new because the Germans removed the 
former equipment during their occupa- 
tion. The wire works attracted special 
attention. In the evening the manage- 
ment of the Brussels Tramways ten- 


-on 


dered the delegates a reception at the 
Hotel Astoria. 


MEETING ON OcT. 5 


The chairman at this session was Mr. 
Pavie, of the Compagnie Générale 
Francaise de Tramways of Paris, and 
the first paper.read was that by Mr. 
Sekutowicz of the Omnium Lyonnais 
“Automatic Substations.” An ab- 
stract appears in the issue of Noy. 4, 
page 753. This was followed by an 
address by Mr. Rochat, manager of the 
Geneva Tramways, who gave statistics 
on the increase in wages and cost of 
materials used in railway operation in 
Switzerland in 1918 as compared with 
1920. Then followed a paper by Mr. 
Nieuwenhuis, manager Arnhem Tram- 
ways, on “One-Man Cars” (see issue of 
Dec. 2, page 881). It developed follow- 
ing this report that one-man cars had 
been tried by member companies only 
in London, Amsterdam and Arnhem. 
Mr. Thonet mentioned some experi- 
ments made with one-man buses in the 
small town of Huy, which had given 
complete satisfaction. 

The chairman of the afternoon ses- 
sion was Mr. Rochat of Geneva, and the 
first paper read was that on “Mercury 
Arc Rectifiers” (see issue of Nov. 4, 
page 752). The chairman complimented 
Mr. Odermatt on this paper and the 
Brown-Boveri Company on their con- 
struction. 

Mr. Peridier, Paris, said he had tested 
some of these rectifiers and the results 
had been satisfactory. The apparatus 
possessed one peculiar quality. This is 
its faculty of withstanding extreme 
overloads. While a rotary had to be 
figured for an overload of a maximum 
200 per cent, the rectifiers could stand 
momentary overloads of 300 per cent 
without difficulty. This is a great ad- 
vantage for small systems. 

The next paper on the program was 
that by Mr. DeCroes, Société Nationale 
des Chemins de fer Vicinaux, Belgium, 
on “Gas Motor Cars for Interurban 
Railways.” This is abstracted in the 
issue of Novy. 4, page 751. 

Mr. Level pointed out that some com- 
panies wanted a light and others a 
heavy car. Hither could be built. Cars 
could be produced as light as 2 to 24 
tons, but there was more danger of 
their derailment. Mr. Varcollier ex- 
plained that his system used the gas car - 
as an auxiliary during times of very 
heavy traffic. Mr. Castaing spoke of 
the advantages of the car for routes of 
very light traffic, but declared that it 
ought to be double ended to avoid the 
expense of turntables, loops or wyes. 
His system uses cars weighing 8 tons, 
seating forty people, and with a maxi- 
mum speed of 40 km. (25 miles) per 
hour. 

The final report of the day was by 
Mr. Pirard on “Different Systems of 
Electric Traction for Interurban Serv- 
ice.” It is also published in abstract in 
the issue of Nov. 4, page 750. 

In the discussion Mr. Latigue advo- 
cated 600 volts for city tramways and 
1,000 volts in the open country. Motors 
wound for the latter voltage could then 
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easily be speeded up on interurban cars 
when the distances between stops were 
longer, while the tramway cars could 
use the cheaper motors wound for the 
lower potential. Mr. Peridier was of 
the same opinion. After further dis- 
cussion the convention adjourned the 
last of its technical sessions. 


THE BANQUET AND BUSINESS SESSION 


Oct. 5 closed with an official banquet 
at the City Hall, attended by prominent 
municipal and national officials. The 
twenty-seven delegates from foreign 
countries occupied the place of honor, 
and more than 400 delegates and guests 
were present. 

The business session of the associa- 
tion was held on Friday, Oct. 6. The 
most important subject considered was 
the place of the next meeting, to be held 
in 1924. Invitations were received from 
Glasgow, Barcelona and Warsaw, but 
no definite decision was made. A list 
of the officers elected was published on 
page 883 of the.issue of Dec. 2. In the 
afternoon the delegates visited the 
shops of the Société d’Electricité et de 
Mechanique, builders in Belgium of 
G. E. motors, and the following day 
took a trip to Yprés and visited many of 
the famous battlegrounds. 


Southwestern Electrical '& Gas 
Association 


HE Southwestern Electrical & 

Gas Association will hold its 1923 
convention in Fort Worth, Tex., May 
15, 16 and 17. 

The convention committee consists of 
G. H. Clifford, chairman; C. E. Calder, 
C. P. Dodson, A. J. Duncan, H. C. Mor- 
ris, R. J. Irvine, J. H. Gill, Alves 
* Dixon, P. E. Nicholls and E. N. 
Willis, secretary. 

Plans to federate the Southwestern 
Association with the South Central 
Association were reported and given 
indorsement. 


A National Standard of Con- 
ductivity for Aluminum 


HARLES R. HARTE, construc- 

tion engineer the Connecticut Com- 
pany, New Haven, Conn., has been 
appointed chairman of a sectional com- 
mittee of the American Engineering 
Standards Committee in the matter of 
standardizing aluminum for electrical 
conducting purposes. The American 
Institute of Electrical Engineers has 
been designated as sponsor for this 
work. Mr. Harte represents the Amer- 
ican Electric Railway Association on 
the committee. Interests other than 
those mentioned which are represented 
are the American Railway Engineer- 
ing Association, the American Society 
for Testing Materials, the! United 
States Bureau of Standards, the Elec- 
trical Power Club and the National 
Electric Light Association. The organ- 
ization of this committee was completed 
at a meeting held on Dec. 20. 

The organization meeting was held 
in New York City, with the following 
in attendance: Chairman Harte, J. D. 
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Edwards, chief physical chemist Alumi- 
num Company of America; F. D. Hall, 
electrical engineer Boston & Maine 
Railroad; William Nesbit, representing 
Dean Harvey, Westinghouse Electric 
& Manufacturing Company; Prof. F. A. 
Laws, Massachusetts Institute of Tech- 
nology; Dr. Frank Wenner, United 
States Bureau of Standards; Dr. P. G. 
Agnew, American Engineering Stand- 
ards Committee. 

Two sub-committees were appointed 
as follows: On research, Dr. Wenner, 
chairman; J. M. Darke, General Electric 
Company, and Messrs. Edwards, Harvey 
and Laws. On policy, Mr. Harvey, 
chairman; William Hoopes, Aluminum 
Company, and Mr. Harte. The research 
committee will collect data on the prop- 
erties of aluminum, and make original 
investigations. .The policy committee 
will lay out a program and prepare 
arguments regarding the different pos- 
sible bases of standardization. 


Engineering Section of A.A.A.S. 


N CONNECTION with the annual 

meeting of the American Association 
for the Advancement of Science, to be 
held at the Massachusetts Institute of 
Technology, Boston, Dec. 26-30, the En- 
gineering Section will hold a session on 
Friday afternoon, Dec. 29. F. M. 
Feiker, vice-president McGraw-Hill 
Company, Inc., is chairman of this sec- 
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tion. There will also be joint sessions 
with the Social and Economic Sciences 
Section, Friday morning and evening. 
Among the speakers at these sessions 
will be President Ira N. Hollis, Worces- 
ter Polytechnic Institute; Prof. C. F. 
Scott, Yale University; W. S. Murray, 
consulting engineer, New York City; 
Harrington Emerson, New York City; 
Calvin W. Rice, and others represent- 
ing national societies and other organ- 
izations. 


Association Establishes Account- 
ing Service Bureau 


HE Wisconsin Utilities Association, 

through its executive secretary, John 
N. Cady, Madison, Wis., announces the 
establishment of an accounting bureau 
in connection with the secretary’s office. 
This has been done especially to give the 
smaller member companies the benefit 
of expert accounting service. The di- 
rector of the bureau is Prof. Karl F. 
McMurry, who is a certified public ac- 
countant and has had extensive experi- 
ence in various lines of accounting 
work. As far as possible, the associa- 
tion plans to give service to member 
companies without extra charge, when 
the work can be done at the Madison 
office. In cases where extensive services 
are required, especially work involving 
trips to the utility’s office, this unusual 
service will be charged for at cost. 


Special Committee on Wood 
Preservation 


MEETING of the special committee 

of the Engineering Association ap- 
pointed to carry on the work formerly 
done along wood preservation lines 
under the auspices of the committee on 
way matters met in New York City on 
Dec. 19. A. P. Way, American Rail- 
ways, Philadelphia, was appointed vice- 
chairman. The following sub-commit- 
tee appointments were announced: 

1. Specifications for open-tank treat- 
ment of poles—E. F. Hartmann, chair- 
man; A. P. Way, E. L. Morier. 

2. Specifications for brush treatment 
of poles—A. P. Way, chairman; HE. F. 
Hartmann, C. A. Smith. 

3. Specifications for pressure treat- 
ment of poles—C. A. Smith, chairman; 
M. J. Curtin, W. H. Fulweiler. 

4. Specifications for treatment of 
crossarms.—M. J. Curtin, chairman; 
W. H. Fulweiler, E. L. Morier. 

5. Perforation process for timber 
treatment. — E. L. Morier, chairman; 
M. J. Curtin, C. A. Smith. 

6. Review of existing specifications 
of the association—W. H. Fulweiler, 
chairman; A. P. Way, E. F. Hartmann. 

The meeting was occupied with gen- 
eral discussion of the principles in- 
volved in the year’s work, and sugges- 
tions were made to the sub-committees 
as to the lines of work which each 


might profitably take up. Full advan- 
tage was taken of the fact that the 
membership of the committees com- 
prises experts in each of the subjects 
covered by the committee’s assignments. 
The upshot of the discussion was that 
the specifications which are prepared 
shall be drawn with full consideration 
of the practical conditions which per- 
tain in the preservative manufacturing 
field and on the commercial side of the 
pole business. The importance of se- 
curing co-operation with other pole- 
using industries was also emphasized, 
in view of the fact that practice in 
preservation and pole production is 
affected, in fact controlled, by the de- 
mands of the large purchasers of poles 
and cross-arms. The work of the 
American Engineering Standards Com- 
mittee in this connection was seen to 
be promising. 

Among the practical questions dis- 
cussed by the committee, that of pole 
rehabilitation was given careful atten- 
tion. The practicability of brush- 
treating partly rotted poles will be 
especially considered by sub-committee 
No. 2. 

In closing the meeting Chairman 
H. H. George read a letter from the 
A.E.S.C., stating that a creosote-oil 
specification had been submitted to it 
by the Federal Specifications Board, 
S. W. Stratton, chairman, and that a 
committee is now considering the prep- 
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aration of a specification which will 
bring the federal government’s speci- 
fication into line with the best practice. 
The American Electric Railway Engi- 
neering Association is asked to co- 
operate in this work. ; 
The committee agreed, tentatively, to 
meet next in Washington, on Feb. 15. 


Publication of Series of Accident 
Prevention Signs Begun 


HE committee on co-operation of 

manufacturers, through the Adver- 
tising Section, American Electric Rail- 
way Association, has just prepared the 
first two of a series of accident pre- 
vention signs as illustrated. Similar 
signs, dealing for the present chiefly 
with collisions between automobiles and 
electric cars, will be sent out from time 
‘to time. These will be supplied in rea- 


sonable quantities to member compa- 


Revision of Safety Code 


T THE recent meeting of the En- 
gineering Association committee 

on power distribution, Sponsor C. R. 
Harte reported regarding the activi- 
ties of the American Engineering 
Standards Committee in the revision 
of Part II of the National Electrical 
Safety Code and the preparation of 
standard specifications for wire cross- 
ings. He stated that, following out 
the suggestions of the Engineering 
Association on this subject, Dr. M, G. 
Lloyd, of the United States Bureau of 
Standards, in due course, named a 
committee which determined the repre- 
sentation of each of nine interests in- 
volved, to secure a balanced general 
committee. On Nov. 2, as reported in 
the issue of this paper for Dec. 2, 
page 883, this committee met at Wash- 
ington, and elected Dr. Lloyd chair- 
man, C. B. Hayden vice-chairman, and 


‘“Turpse Posters ARE THE First IN A SERIES DESIGNED TO FURTHER THE CAUSE OF 
ACCIDENT MITIGATION, PARTICULARLY THE REDUCTION IN NUMBERS AND 
SEVERITY OF COLLISIONS BETWEEN AUTOMOBILES AND TROLLEY CARS 


nies without charge, and it is hoped 
that they will be displayed where auto- 
mobile drivers will be most likely to 
see them. It is suggested that manu- 
facturing and operating member com- 
panies co-operate in the placing of the 
signs in automobile clubs, public 
garages, etc. ; 

J. W. Welsh, executive secretary of 
the association, is requesting that he 
be informed immediately by telegraph 
or letter how many copies of these signs 
will be needed. : 


One-Man Car Operation 


MEETING of the committee on one- 
man car operation of the Trans- 


portation & Traffic Association was 


held at the New York headquarters on 
Dec. 18. Those in attendance were J. P. 
Pope, Lexington, Ky., chairman; J. E. 
Duffy, Syracuse, N. Y.; A. L. Reynolds, 
Youngstown, Ohio, and Karl A. Sim- 
mon, East Pittsburgh. The subject 


especially assigned to the committee 


h 


1 


. 


é 


this year is one-man operation in sub- 
urban and interurban service. A 
questionnaire was considered, and it 


was decided to send out a short one 


asking for information which would be 
supplementary to a recent question- 
naire on one-man cars which was sent 


out by the Information Bureau. 


5 


The committee will probably make a 
study of the safety features of this type 


_ of car and list the advantages and dis- 


i advantages. 


| 


Roy M. Dwyer secretary. An execu- 
tive committee was also appointed. 

Following the adjournment of the 
general committee the executive com- 
mittee met but took no definite action 
and adjourned to Nov. 27. 

At that date, it was decided that the 
fundamental question at any crossing 
was the degree of hazard; that with 
this determined the rest of the prob- 
lem was comparatively simple; but 
that until such determination was 
made little else could be done except 
to collect data as to permissible con- 
struction details. Accordingly there 
were appointed four committees, each 
interest being given appropriate rep- 
resentation. 

The four committees are as follows: 
(1) Grades of Hazards—Thomas 
Sproule, R. A. Bloomsburg, C. R. 
Harte, A. E. Knowlton, M. G. Lloyd, 
S. M. Viele, K. L. Wilkinson. (2) 
Allowable Clearances—M. C. Wagner, 
M. G. Lloyd, J. H. Mathews, R. A. 
Smith. (3) Allowable Ultimate 
Strength—R. D. Coombs, J. A. Capps, 
R. C. Dwyer, W. L. Morse, W. C. 


Wagner. (4) Underground Construc- 
tion—M. B. Rosevear, Arthur Hal- 
stead, W. H. Homer, A. L. Pierce, 


GG) Post Fs K Shinnen, W. C. 
Whiston. Others are to be added by 
the interests desiring representation. 
The executive committee constituted 
itself a committee on correlation. 
At the time Dr. Lloyd was forming 
the sectional committee, the Engineer- 


ing Association appointed representa- 
tives to serve on each of the three com- 
mittees which it was expected would 
be organized to deal respectively with 
power lines over railroads, power lines 
over signal lines, and signal. lines over 
railroads. 

The procedure now being followed in 
no way affects this plan; the present 
work is necessarily preliminary to the 
preparations of any working specifica- 
tions and the latter will not be touched 
until the foundation is well established. 


Educational Program 
Inaugurated 


LARGE attendance of the new 

American Association committee on 
education, at a meeting held in New 
York City on Dee. 8, attested the inter- 
est of electric railway managers in the 
training of their employees. No spe- 
cific assignments had been made to the 
committee by the executive committee, 
so that the first task was to review the 
whole field of possible activity and 
select for this year’s work the most 
promising part. 
It was concluded thatthe first task 
1s to secure co-operation of electric 
railway managers in putting educa- 
tional plans actually to work on the 
several properties. The report of last 
year’s committee outlined the possible 
educational activities clearly, so that 
the first thing now is to urge the put- 
ting into practice the suggestions: of 
that committee. 

Each company will be asked to ap- 
point a responsible person to “head up” 
the local educational activities: Through © 
these men the committee hopes to be of 
assistance to the companies: in furnish- 
ing suggestions for actual procedure. 
It is expected also that the attention 
of managers will be drawn to the im- 
portance of this work through conven- 
tions of the sectional electric railway 
associations. 

Efforts will also be made this year to 
utilize the experience of educational 
committees of other organizations. 

The committee’s plans assumed tan- 
gible form during the meeting, but will 
not be announced in detail until the 
local educational men are appointed, 
which should be soon. 

The New York meeting was attended 
by Edward Dana, general manager 
Boston Elevated Railway, chairman; 
Dr. Thomas Conway, Jr., Aurora, IIl.; 
C. B. Fairchild, Philadelphia, Pa.; 
M. B. Lambert, East Pittsburgh, Pa.; 
C. E. Morgan, Brooklyn, N. Y.; H..H. 
Norris, New York, N. Y.; William von 
Phul, New York, N. Y., and Thomas 
S. Wheelwright, Richmond, Va., mem- 
bers of the committee, as well as the 
following guests: C. S. Coler, manager 
educational department Westinghouse 
Electric & Manufacturing Company, 
Bast. bittspureh). “Pa. Dr BE: 
Bricker, medical department Philadel- 
phia Rapid Transit Company; W. A. 
O’Leary, director of vocational educa- 
tion State of New Jersey, Trenton, 
N. J., and Prof. W. H. Timbie, Massa- 
chusetts Institute of Technology. 


News of the Electic Railways 


FINANCIAL AND CORPORATE “2 


PERSONAL MENTION 


Franchise Valid 


Higher Court Rules in Favor of Des 
Moines Railway—Extensions and 
Improvements Expected 


The Des Moines City Railway and the 
city of Des Moines won a sweeping 
victory on Dec. 15 when the Iowa Su- 
preme Court held the Des Moines 
franchise valid. 

The case went to the Supreme Court 
upon appeal by the city of Des Moines 
and the Des Moines City Railway from 
the decision of Judge James C. Hume 
of the Polk County District Court, who 
held that the franchise election held in 
November, 1921, which granted the city 
railway a sliding scale service-at-cost- 
franchise, was illegal. Suit against the 
franchise was brought by the North 
Des Moines Improvement League with 
Grant Van Horn as the principal. 


‘OVERWHELMING RAILWAY VICTORY 


Not only was the high court’s ruling 
an overwhelming victory but it has the 
further strength of having been con- 
curred in by all six justices of the 
Supreme Court. The decision was writ- 
ten by Truman §. Stevens, chief justice. 

The Supreme Court held that the 
franchise was not a perpetual nor ex- 
clusive grant but that the publication 
clause, which was one of the points par- 
ticularly aimed at by Van Horn, was 
entirely adequate. Justice Stevens 
held that the title was not defective on 
account of carrying more than one sub- 
ject. 

According to the ruling Van Horn 
held. no vested rights in the former 
franchise which was abrogated by the 
one accepted by the voters in November, 
1921. Justice Stevens held that a 
vested interest is not a mere privilege 
but an actual property right. 


PuBLic APPROVES OF FRANCHISE 
VALIDITY 


The decision has been received with 
much approval on the part of citizens 
of Des Moines generally, for ever since 
the’ Des Moines City Railway was 
granted the higher fare by the new 
franchise the city has enjoyed a con- 
stantly improving service and there has 
been a great deal of improvement on 
the physical property. H. W. Byers, 
former corporation counsel for the city, 
who fought the city railway at every 
point during his ten years in office, and 
who was the principal attorney for Van 
Horn and the North Des Moines Im- 
provement League, when interviewed, 
said the “opinion seemed to be a sweep- 
ing victory for the company.” 

Daily newspapers have accepted the 
decision as a further sign for improve- 
ment in conditions here, and even the 
daily which has taken an unfavorable 
stand all through the franchise proceed- 


TRAFFIC AND TRANSPORTATION 


ings commented editorially in a favor- 
able vein. 

F. C. Chambers, general manager of 
the Des Moines City Railway, is quoted 
in the daily papers as seeing decided 
improvement in service and plant with 
possible new extensions as a result of 
the high court’s decision. Mr. Cham- 
bers calls attention to the fact that the 
company will now be able to market its 
securities more successfully in order to 
permit of the expenditures for im- 
provements and extensions. 

Mayor Garver has stated that with 
the legality of the franchise settled the 
city will now be in a position to ask 
the company to make the extensions 
which are necessary to catch up with 
the growth of the city. 

The franchise moves have been noted 
previously in the ELECTRIC RAILWAY 
JOURNAL. 


Plans for Rehabilitation Fail 


The interurban line which until last 
March was operated between Cincinnati 
and New Richmond, Ohio, under the 
name of the Interurban Railway &. Ter- 
minal Company, will not be rehabili- 
tated and restored to service. This an- 
nouncement was made by William E. 
Harton, president of the Cincinnati & 
New Richmond Railway, originally or- 
ganized to take over this operation. 
Mr. Harton is general manager of the 
Cincinnati, Newport & Covington Trac- 
tion Company. 

Failure of shippers along the route 
to support the project is given as the 
chief reason for the collapse of the 
plan. Persons living along this line 
also will be deprived of electricity, as 
the new company expected to supply the 
vicinity bordering its line with power. 

The work of dismantling the old Inter- 
urban Railway & Terminal Company 
line already has been started. The 
tracks will be torn up and all equip- 
ment and stock sold or junked. This 
work is under the direction of Charles 
Leslie, receiver for the company, with 
offices in the Second National Bank 
Building. 

Those interested in the proposed suc- 
cessor company said that residents of 
New Richmond had enlisted in the proj- 
ect. Arrangements. had already been 
completed whereby the new company 
was to take over the municipal electri- 
cal generating plant of that village. 
The shippers who refused to promise 
their business to the new line believed 
they could ship by trucks and river at 
a lower cost than offered by the trac- 
tion company. An arrangement whereby 
the New Richmond line would use 
the Cincinnati, Georgetown & Ports- 
mouth Traction Company’s tracks be- 
tween Coney Island and Cincinnati had 
been worked out by officials of the new 
company. , 


$95,000 Christmas Bonus 


A Christmas bonus of approximately 
$95,000 was paid to trainmen by the 
Los Angeles (Calif.) Railway Dec. 15. 


This is the third annual bonus paid by ~ 


the company under the merit system. 
Bonus checks were given to 1,976 men. 
The bonus is $60 a year at the rate 


of $5 persmonth. When a man’s effi- — 


ciency rating'is 100 per cent or better 
for a month he is credited with $5, 
unless he has been absent on leave 
more than the prescribed number of 
days. 

A new trainman entering: the serv- 
ice is entitled to participate in the 
bonus plan after he has been in the 
service six months. He starts with an 
efficiency record card of 100 per cent 
and receives merits or demerits, accord- 
ing to the type of service he renders. 
A clear courtesy record for a month 
gives a trainman ten credits or 2 per 
cent increase in his efficiency rating; 
the same applies to a clear safety 
record. Other credits are given for 


special acts of efficiency reported by ~ 


passengers or supervisors, and a man 
may claim credit for acts above the 
ordinary line of duty which he reports 
himself. 

Demerits are recorded for acts of 
discourtesy and careless operation, 
careless reports, and other miscellane- 
ous offenses. Demerits may be offset 
by credits, enabling a man to maintain 
his record above 100 per cent. 

When a trainman’s efficiency record 
goes below 75 per cent, he automat- 
ically dismisses himself. Only three 
such cases have been reported in 1922, 
and all but thirty of the men participat- 
ing in the bonus had records of 100 per 
cent or better each month. 


Report on Bill in Prospect 


Enactment of a public utilities bill, 
providing for the regulation of all pub- 
lic utilities to be vested in a commis- 
sion of the state government, will be 
urged by the League of Texas Munic- 
ipalities. Action looking to the draft- 
ing of such a bill and its enactment 
into law were taken last summer at 
the annual meeting of the league. At 
that time a committee was appointed 
to prepare a draft of a bill. 

After several meetings this com- 
mittee secured the services of Dr. G. C. 
Butte of the University of Texas. Dr. 


Butte was on leave from the university 


to pursue special studies in utility 
legislation, and has been busy for three 
months preparing the Texas bill. 

_At a recent meeting of the committee 
in Fort Worth, Dr Butte submitted a 
report. as to what had been done. The 
bill, it is said, will be ready for intro- 
duction when. the Texas Legislature 
convenes in January. 
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$8,513,000 Spent in St. 


Louis in Three Years 


Impressive Talk by Manager for United Railways’ Receiver—17,782 Items of 
Supplies Bought, 720 from Local St. Louis Firms or Firms with Local 
Offices—Electrical Board of Trade Surprised by Figures 


OL. A. T. PERKINS, manager for 

receiver United Railways, St. Louis, 
Mo., appeared before the Electrical 
Board of Trade in St. Louis a few days 
ago and gave a succinct account of the 
last three and a half years’ stewardship 
of the property under the receiver. He 
told his hearers what the city must 
have or should do in connection with a 
reorganization, which is expected to 
take place early in 1923. 

As a manufacturer of street car rides, 
said the Colonel, he desired to outline a 
few things of interest from a little dif- 
ferent point of view—items that form 
the background for next year, and in 
which the men present were interested 
as citizens and manufacturers, and also 
as occasional users of street railway 
transportation. 

After several years of handling the 
property, the speaker stated, the man- 
agement found to its own great satis- 
faction that a majority of the traveling 
public is behind it. There is still some 
criticism due to misunderstanding, but 
the active opposition comes from a few 
persons with the mistaken idea that as 
in the past it is still popular to attack 
a thing because it is big. He deplored 
apathy on the part of business men, 
who as a whole are not making much 
use of trolley facilities, but use other 
vehicles except when the weather gets 
bad. Then they come to the trolley. 


SURPRISE EXPRESSED AT FIGURES 


Expressions of amazement were 
heard at some of the tables when 
Colonel Perkins launched into the man- 
ufacturing feature of his talk by stat- 
ing the extent of supplies purchased 
by the receiver. He is using 17,782 
different items of supplies, according to 
a catalog recently completed. Last 
year these items were purchased from 
720 different firms either manufactur- 
ing or having offices in St. Louis and of 
these 720 there are 413 enrolled as 
members of the Electrical Board of 
Trade, 248, or about 60 per cent, rep- 
resent firms from which the manage- 
ment has been buying electrical sup- 
plies in amount more than $600,000. 

In touching further upon electrical 
matters, the Colonel stated that the 
amount of electricity for power and 
lighting purchased in the city of St. 
Louis this year was 390,000,000 kw.-hr., 
from the main producers, of which 
215,000,000 are for lighting purposes. 
Of the remaining 175,000,000 the United 
Railways uses 474 per cent, or almost 
half of the entire output for power pur- 
poses. The system uses about 30 per 
cent of all produced. 

Colonel Perkins told what had been 
accomplished by the receiver and his 
staff in'the last three and a half years 
by quoting some of the compliments 
which were paid to the management 
recently by Mayor Kiel at the North 
Broadway new = station celebration. 
; 


While certain persons continue attacks 
from political motives, the Colonel com- 
mented, they do not represent the pub- 
lic. Contrasting conditions in St. Louis 
with those in Kansas City, he quoted a 
statement from the City Counselor of 
Kansas City before the Missouri Public 
Service Commission. The attitude of 


the Kansas City official was that an in- 


justice would be done the people of that 
municipality who use the street cars if 
his office insisted upon a reduction of 
fares that would seriously impair street 
car service. In St. Louis the City Coun- 
selor is demanding a reduction from 7 
to 5 cents. A lower fare would hurt 
service in St. Louis. 


PERSONNEL DEVELOPED 


The Colonel told how the personnel 
has been developed under the receiver 
along lines somewhat different from 
any other he knows of. This personnel 
of between 6,000 and 7,000 men is for 
the most part trying to give the public 
the best service possible with the facili- 
ties at hand. During the last three 
and a half years about 1,500 motormen 
and conductors have been replaced; 
about 500 have been discharged, be- 
cause they were not doing their work 
well. The manager has arranged to 
meet the new men every week, talks to 
them, soon calls them by name, and es- 
tablishes relations that quickly lead to 
efficient and courteous service. About 
95 per cent of the men are doing good 
work. A small percentage of the men 
who lose their temper must go. And 
those who go cannot come back, Col. 
Perkins stated. He then said: 


In the last three years, we have re- 
constructed 100 miles of track at a cost of 
$4,000,000. We have rebuilt 100 old cars 
at a cost of $1,000,000. We have built 
150 new cars at a cost of about $1,500,000. 
Another fifty new cars under way will cost 
$513,000. To handle the new equipment it 
has been necessary to build other things— 
a new station and shops, seven new power 
substations, besides spending $1,500,000 for 
street paving for the use of the public. 
Moreover, United Railways is the largest 
taxpayer in Missouri, nearly 1 cent of 
every cash fare being paid out for taxes. 

We really do not get 7 cents for a car 
ride, the average being 6.89. Leaving out 
firemen and policemen and figuring in the 
transfers the average is 4.48 cents per ride. 
Although there was no increase in travel, 
records show that in October, 1922, on week 
day mornings we operated 1,153 cars as 
compared with 1,099 in October of last year, 
while in the evenings this year the average 
was 1,337 cars as against 1,163 in 1921. 


What can be done with the traffic has 
become a grave problem. Rerouting has 
become imperative. At Eighteenth and 
Washington automobile traffic has be- 
come so congested it is now impossible 
to get all of our cars through and there- 
fore Park and Compton cars westbound 
are now sent over Fourteenth Street 
to Pine and Highteenth Street. Last 
year the receiver put in half a dozen 
new curves at a cost of about $4,000 
each, and more are needed. 

Step by step and year by year the 
management is working on the scheme 
laid down by the City Plan Commission, 
toward rapid transit. 


The needs of the United Railways 
will be more serious next year, Colonel 
Perkins stated. In this connection he 
said: 

We are reaching a crisis in the valuation 
case before the Missouri Public Service 
Commission. Our brief has been filed and 
the city’s brief probably will be filed in 
January. It is a big case and the com- 
mission is expected to be fair in deter- 
mining the value of a great property em- 
bracing 460 miles of lines, 525 miles of 
track, 1,530 cars and holdings seattered all 
over St. Louis, St. Louis County and St. 
Charles County. An early decision is hoped 
for. A total of $11,000,000 of securities fall 
due in 1923. and at least $4,000,000 is 
needed for improvements. What are we go- 
ing to do to get it? 

In answer to his own question, 
Colonel Perkins said that in order to 
reorganize the property new franchises 
are essential. The old grants present a 
fearful mixture of different conditions, 
rates of taxation, etc. And speaking of 
taxes, the Colonel remarked that the 
management has paid the mill tax faith- 
fully. In future franchises the city 
should be protected and so should the 
people who refinance the property for 
public service. 

In referring to the 100th birthday 
anniversary of the late Erastus Wells, 
father of the receiver and St. Louis 
pioneer street transportation leader, 
and in sketching the history of trans- 
portation with which the Colonel has 
been connected since 1887, a year before 
the first electric line was operated, 
Manager Perkins drew the lesson that 
the public and its representatives must 
look far ahead in developing the street 
car service of St. Louis. Besides mak- 
ing the 1923 model the best possible, it 
behooves the people as a whole to pre- 
pare for the future by getting behind 
the transportation interests and there- 
by bring about a service of quality and 
quantity that is essential to the prosper- 
ity of the city. 


Legislation on Cities’ Contribution 
to Railway Operation 


Among the recommendations which 
the Massachusetts Department of Pub- 
lic Utilities will make to the Massachu- 
setts Legislature next January is one 
to the effect that cities and towns shall 
be authorized to contribute toward the 
cost of street railway operation. It is 
provided that the Public Utilities Com- 
missioners shall investigate the situa- 
tion where one city or town petitions 
for authority to make such contribution, 
and the commission shall make such 
recommendations as it deems shall best 
further the interests of the communi- 
ties affected. It is proposed that the 
cities and towns shall be authorized to 
make contributions for the purpose of 
securing lower fares and for avoiding 
a reduction or discontinuance of service. 

The main recommendations to the 
1923 Legislature will come later when 
the commission reports on a number 
of measures that were submitted to it 
by. the 1922 Legislature relative to 
transportation service in Greater Bos- 
ton. In connection with its study of 
that problem the commission visited 
New York and Philadelphia to inquire 
into the operation of the street railway 
systems in those cities. 
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New Ordinances Adopted 


Regulations Effective in January One Provide for Identification Card System 
Elimination of Bus Competition and Track Abandonments—Result, 
Means More Municipal Control 


RACTION line operation in Daven- 

port, Ia., was put back on a per- 
manent basis and the legal tangle be- 
tween the public utilities and the city 
of Davenport unsnarled recently when 
the City Council adopted a new set of 
ordinances which provides for the adop- 
tion of the identification card system of 
street railway fares, elimination of jit- 
ney bus competition and authorization 
for the company to shorten its down- 
town loop by abandoning trackage. 
The new ordinance will also result in 
wiping out numerous court injunctions 
under which the street cars operate at 
the present time. The general effect of 
the Council action is to give the com- 
pany considerable relief and provide 
for municipal instead of court control. 


EIGHT-CENT FARE WITH CARD PLAN 


The present 8-cent fare is adopted 
by the city. It was fixed by court order 
over a year ago following a protracted 
legal battle with the former socialist 
city administration. The original tem- 
porary injunction of May, 1920, put a 
7-cent fare into effect and this was 
later modified by a court order to pro- 
vide for an 8-cent fare. 

Entry of the identification card plan 
of fare is provided for in a clause which 
gives the city authority to put this into 
effect at any time following a thirty- 
day written notice. Under this plan 
the passenger pays 50 cents per month 
for a card and 5 cents every time he 
rides. It is expected that this plan will 
be put in operation after the holidays. 

The company is required to submit 
a monthly report of the number of pas- 
sengers carried and a detailed state- 
ment of receipts and expenditures, so 
that in the event of the revenues show- 
ing a material increase the city will 
feel justified in lowering the rate. 

At present, according to City Attor- 
ney Thuenen, the company is earning 
less than 1 per cent on its investment, 
a figure which he states he has secured 
through months of investigation. 


Loss oF $1,000,000 SINCE WAR 


Joe R. Lane, attorney for the com- 
pany, stated that the Tri-City Railway 
Company of Iowa had lost approxi- 
mately $1,000,000 since the beginning 
of the war, for he declared that a sur- 
plus of $500,000 had been used up and 
that at the present time the company 
was the same amount on the wrong 
side of the ledger. 

The identification card system was 
submitted to the socialist administra- 
tion but was turned down by the so- 
cialist majority. As a number of the 
present Aldermen have privately de- 
clared themselves in favor of the card 
plan, it is expected that the plan will 
go into effect shortly. The ordinance 
also allows the sale of four tokens, each 
good for one car ride, for 35 cents. 


Licenses for jitney buses are made 
from $15 to $35 a year, depending on 
the seating capacity of the bus. Jitney 
competition was also practically wiped 
out by a provision which declares there 
shall be no bus lines on streets where 
there is a traction line, providing, how- 
ever, that where a terminus in the busi- 
ness district is established and must 
be reached by prohibited streets, buses 
may operate on these prohibited streets 
for such distances as are necessary to 
connect the terminals. Bus routes will 
be established later by the Council. 

No bus may stop, take on or dis- 
charge passengers within any street 
intersections on streets on which street 
car lines are located except at the op- 
posite corner from the one at which 
street cars regularly stop. 

Both the city attorney and the mem- 
bers of the street car committee of the 
Council held that direct competition of 
the bus lines with the company was un- 
fair, although they said that the buses 
had a certain value. The ordinance 
adopted by the Socialist City Council 
in August of 1920 by which jitneys were 
allowed to operate has been repealed. 
The ordinance also provides that the 
buses must operate on a permanent 
schedule and outlines the service which 
they must give to the public. Inasmuch 
as the buses now running parallel to 
the Third Street and Rockingham car 
lines do not maintain a continuous 
service throughout the day, operating 
only during the rush periods, it is be- 
lieved that the new ordinance will wipe 
them out of business. 

Jan. 1 is the date of effect of all of 
the utility regulation provisions. 


Loop WILL BE SHORTENED 


Another bone of contention between 
the old Council and the utilities was 
removed when the Council adopted an- 
other ordinance which allowed the 
shortening of the downtown loop by 
eight city blocks. The company is 
ordered to remove its track and ties 
on Second between Scott and Warren 
Streets and on Warren between Second 
and Third Streets. It is stated that the 
elimination of this waste is essential 
to reducing the cost of operating cars. 
The company is to lay a new base for 
resurfacing of the street in the area 
where its tracks are removed. 

The ordinances also provide that the 
company shall assume the ‘cost of 
“devilstrip” paving that portion of the 
paving between the tracks where there 
is a double track. This agreement will 
assess a considerable charge against 
the company which the utilities sought 
to be freed from. 

The present City Council went into 
office in last April, following one of the 
hottest battles in Davenport municipal 
history. The defeated party charged 
the successful mayoralty candidate and 
his aldermanic colleagues with the ac- 
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tive support of the car company and 
other utilities. 

This is the first move toward utility 
rate readjustment made s:nce the new 
administration came into office, but the 
settlement arrived at is the result of 
negotiations between city officials and 
company representatives extending over 
several months. 


Albany Car Jumps Track, 
Injures Fourteen 


Fourteen persons were injured when 
a crowded one-man car of the United 
Traction Company, Albany, N. Y., split 
a switch and\jumped the tracks on the 
Second Avenue ‘line on Dec. 16 and 
coasted down the hill on the sidewalk, 
carrying away the stoops of four 
houses, knocking down two electric 
light poles and traveling an entire 
block before its mad career was checked. 

This accident is the third of its kind 
that has occurred at the same point. 
In the summer of 1912 a car going 
down Second Avenue left the track in 
attempting to make the switch and 
crashed into the house at the north- 
east corner of Broad Street and Second 
Avenue, injuring several persons. As 
a result of this accident the switch was 
changed to South Pearl Street and 
Second Avenue, a block below. About 
two years after this a car left the 
track at South Pearl Street and Second 
Avenue and nosed its way into the 
undertaking establishment of J. M. 
Foll, where the trolley car finally was 
halted in this recent accident. 

A. E. Reynolds, general manager of 
the United Traction Company, said 
that it would be possible for both air 
and hand brakes to function and yet 
have the car slide backward down the 
rails, if they were slippery. He added 
that he did not know of any safety 
device that could prevent such acci- 
dents, provided brakes functioned and 
locked the wheels. 

In addition to the air brakes, Mr. 
Reynolds said all the cars have the hand 
brakes in case of emergency. 


Company Opens Bank Accounts 
for Babies 
Announcement has been made at the 


offices of the Monongahela Power & 
Railway Company, Clarksburg, W. Va., 


‘that babies born into families of the 


employees in. the year 1923 would be 
presented with a $5 deposit in a handy 
bank. The bank book will be mailed to 
the happy mother as soon as it is re- 
ceived from the bank. 

The baby fund is one of the many 
features that have been introduced by 
the company since Capt. George M. 
Alexander of Fairmont has been its 
president. ; 

The Employees’ Beneficial Associa- 
tion, which provides benefits for sick 
and injured employees at a very small 
cost to the men, and the annual outings 
of the employees held at Parkersburg 
and at Clarksburg are other activities 
that are proving popular with the 
employees of the company. 


December 23, 1922 


Tentative Regulatory Program 
Announced 


The tentative public service legisla- 
tive program of the newly elected 
Democratic administration in New York 
State calls for the creation in the’ city 
of New York, under provisions of its 
city charter, of a transit department 
to supersede the present state appointed 
transit commission and a public utilities 
department to take the place of the 
jurisdiction of the Public Service Com- 
mission over other utilities not regu- 
lated by the transit department, 
excepting telegraph lines. 

To these newly created city depart- 
ments will undoubtedly be transferred 
the employees now in the Transit Com- 
mission and the New York office of the 
Public Service Commission. Appointive 
power of the heads of the newly created 
departments and their compensation will 
-be vested in the city of New York. 

For other cities and municipalities, 
it will be made optional whether they 
regulate their own public service cor- 
porations or accept the regulation im- 
posed by the State Public Service Com- 
mission, which is to be continued. 

The public service commissions law 
itself, of course, will be amended, 
stripping the commission of certain 
powers and duties in relation to the 
city of New York and other municipal- 
ities where such powers and duties are 
exercised by local commissions or de- 
partments of municipal government and 
that part of the public service com- 
missions law relating to the Transit 
Commission will be repealed, as its pro- 
visions will, for the most part, be 
written into New York City’s charter. 


‘Order Prevents City Interference 


A temporary restraining order pre- 
venting the city of Milwaukee from 
interfering in any way with one-man 
car service on three of the city lines 
of the Milwaukee Electric Railway & 
Light Company, Milwaukee, Wis., was 
recently issued by Judge Schinz of the 
Circuit Court. The city claimed that 
one-man car operation was in violation 
of a 1914 ordinance requiring that 
every street car must be operated by 
a crew of at least two men. A warrant 
was recently sworn out charging a vio- 
lation of this ordinance by the company. 
On the other hand the company claimed 
that it has been operating one-man car 
service with the permission of the 
Wisconsin Railroad Commission and 
that the city has no power to legislate 
over the matter. It therefore asked 
for a temporary restraining order and 
later to have the order made permanent. 


City Responds to Railway Offer 


The city of Kitchener, Ont., will offer 
the Waterloo- Wellington Railway, 
which operates between Kitchener and 


Bridgeport, $25,000 for its track, rolling’ 


stock and carhouse. The franchise ex- 
pires in February and the company has 
asked the city either to grant a thirty- 
five-year franchise or to purchase the 
road. 
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The City Council will submit a by- 
law to ratepayers to provide $70,000, 
of which $25,000 will be for the pur- 
chase of the assets of the road and 
the balance for equipment and opera- 
tion in conjunction with the Kitchener 
& Waterloo Street Railway. W. H. 
Breithaupt, president of the road, wants 
$40,000 for the railway, but the city 
will only offer $25,000. 


Buses to Be Tried in Toledo 


The City Council of Toledo, Ohio, on 
recommendation of Street Railway 
Commissioner Wilfred E. Cann has 
authorized the Community Traction 
Company, to increase its capital by 
issuing $30,000 of preferred stock to 
provide funds to purchase four motor 
buses and provide housing facilities for 
them, the, buses to be used in a service 
to be added to the Oak Street Railway 
line. The commissioner plans to pur- 
chase Garford equipment, each bus to 
have a seating capacity of twenty-five 
passengers. 


Alleged Discrimination Stopped 


The New York Central Railroad has 
decided to place the Northwestern 
Ohio Railway & Power Company on a 
parity with steam roads at Toledo, 
Chio. 

The railroad in the past has main- 
tained a reciprocal switching tariff 
applicable between its tracks in Toledo, 
Ohio, and those of other steam rail- 
roads within the Toledo switching lim- 
its. The New York Central absolutely 
refused to consider switching between 
electric lines and its tracks on any 
other basis excepting as from an indus- 
try, the rate in which case was several 
times higher than that shown in its 
reciprocal switching tariff. 

Immediately after the close of the 
Federal Railroad Administration the 
Northwestern Ohio Railway & Power 
Company filed an informal complaint 
covering this alleged discrimination 
with the Interstate Commerce Commis- 
sion. 

The conclusion to place the roads on 
a parity was based on the amount of 
business offered for interchange at that 
point and the equipment owned and 
operated was such as to make it im- 
possible to classify same as an industry. 


Mitten—A Hotel Promotor 


Thomas E. Mitten, Philadelphia, 
chairman of the board of directors of 
the International Railway, Buffalo, 
N. Y., has subscribed to $10,000 of 


stock in the new $1,000,000 hotel which 


will be erected in Niagara Falls. The 
subscription was made on behalf of the 
International Railway because of the 
fair treatment accorded the company 
by the city during the recent, railway 
strike, Mr. Mitten explained. The 
United Hotels Company will manage 
the structure. The fund for the erec- 
tion of the building is being raised by 
the sale of stock. The Chamber of 
Commerce and the Niagara County 
Merchants’ Association are co-operating. 
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Investigation On in Buffalo 


Two secret indictments have been re- 
turned by the Federal Grand Jury in 
Buffalo in connection with the govern- 
ment investigation into the dynamiting 
of a high-speed train on the Buffalo- 
Niagara Falls interurban division of 
the International Railway last August. 
Colonel William J. Donovan, United 
States attorney for the western dis- 
trict of New York, who is in charge of 
the investigation being made by the 
United States department of justice, 
says the investigation has not yet been 
completed. Clarence F. Conroy, busi- 
ness agent of the Amalgamated in 
charge of the strike, was a witness 
before the Federal Grand Jury for 
forty minutes. 

Whether or not the government in- 
vestigation involves striking street car 
men and officers of the union has not 
been revealed by those in charge of the 
inquiry. Four men already are under 
arrest charged with the illegal posses- 
sion of dynamite. One is Robert C. 
Lacey, former president of the Central 
Labor Council and state senator-elect 
from an East Side district. Lacey now 
is out under $5,000 bail. The Inter- 
national Railway Company has offered 
a cash reward of $100,000 for informa- 
tion leading to the arrest and convic- 
tion of those responsible for the dy- 
namite outrages since the outset of the 
strike. 


$195,000 for Power Betterments 


A definite statement as to the pur- 
poses of the Minneapolis (Minn.) Street 
Railway has been made to the commit- 
tee on street railways of the local Coun- 
cil by Vice President T. Julian McGill 
as to 1923 work. The program outlined 
will include $195,000 to be put into bet- 
terments of the power house, improve- 
ments of substations, reconstruction of 
rolling stock and cable work above and 
below ground. This leaves out of the 
renewal fund $500,000 for track exten- 
sions and paving between tracks. Of 
these extensions have been ordered 
as follows: Connection between the 
Twenty-fifth Street line and the Thirty- 
sixth Avenue line, five blocks, and exten- 
sion of the latter line, to cost $170,000; 
extension of Monroe Street line, $17,- 
000; Grand Avenue line, $43,900; Bloom- 
ington Avenue line, $54,500. 

The proposed construction of several 
hundred light-weight cars, already an- 
nounced, and the completion of other 
work will mean an expenditure of about 
$4,000,000, to cover which the company 
expects a market for its bonds after 
the rate decision is made by the State 
Railroad & Warehouse Commission. 
The addition of these cars depends, 
however, on the company getting ad- 
ditional funds. 

An attempt of some of the Aldermen 
in attendance at the meeting t» inter- 
rupt Mr. McGill was squelched when, 
in response to a statement by one of 
these Aldermen, Mr. McGill said that 
since April 1 no one had been dis- 
charged who had worked for the com- 
pany two years or more. 
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Salary Expenditures Explained 


James Couzens of Detroit recently 
addressed the annual dinner meeting 
of the Citizens’ league at Grand Rapids. 
In the course of his remarks he called 
attention to a number of expense items 
that indicated an inflated overhead 
which he claimed bore the greater part 
of the responsibility for the high rates 
of fare in the operation of the Detroit 
street railway system. According to 
one of the Grand Rapids papers, Sen- 
ator Couzens, then Mayor of Detroit, 
aroused the resentment of local city and 
street railway officials by suggesting 
that the city might find a remedy for 
the higher fare by investigating similar 
items. 

In view of this circumstance City 
Manager Fred H. Locke, in co-operation 
with Louis J. DeLamarter, general 
manager of the Grand Rapids Railway, 
has made a study of many of these 
items as they apply to the Grand Rapids 
Railway Company and will publish a 
continuing report covering these factors 
as they apply to local charges. 

The first of the series, signed by 
Mr. Locke, follows: 


There appears to be some misunderstand- 
ing or suspicion in the minds of some citi- 
zens relative to the financial affairs of the 
railway, and inasmuch as the operation of 
this company has to a considerable extent 
been placed under the control of the city 
manager, I will from time to time endeavor 
to give an account of the conditions as they 
actually exist. 

It has been related that the officials of 
certain street railway companies through 
high salaried officers have been milking the 
companies—that is, that they have taken 
in this manner from the stockholders and 
car riders the benefit of the earnings of said 
companies, 

It is reported and it is well known that 
in some cities large salaries have been and 
are being paid to the officials of public 
utilities including street railways. 

It has been hinted from certain quarters 
and by a few local citizens that such may 
be the condition existing here; in other 
words, that some of the officials and_direc- 
tors are drawing large salaries at the ex- 
pense of the car riders. 

Under the terms of the franchise all 
operating and other expenses are subject 
to the approval of the city commission. 

As the city has full access to the books 
of the street railway company, the facts 
can be and have been ascertained and veri- 
fied by an expert accountant for the city. 

The total of salaries paid by the local 
railway to its officials is as follows: Presi- 
dent (in New York), vice-president and 
general manager, secretary and treasurer, 
assistant secretary and treasurer (in New 
York), comptroller, $18,200. 

The members of the board of directors 
receive $10 each for each meeting attended. 

It can be easily seen that the officials of 
the local street railway are not being over- 
paid, nor is Wall Street getting a rake-off 
through the payment of exorbitant salaries. 


Action Delayed in Holly- 
wood Case 

It is estimated that it will be at least 
eighty days before the citizens of Holly- 
wood, Calif., may expect any action of 
the California State Supreme Court on 
the matter of appeal made by the 
citizens to the courts for a decision of 
whether or not the city of Los Angeles 
or the State Railroad Commission has 
the power to order the Los Angeles 
Railway Corporation to extend its lines 
into Hollywood. It has been proposed 
that the West Sixth Street, the Ver- 
mont Avenue, the Heliotrope and the 
Temple Street lines be extended. 

The Hollywood Chamber of Commerce 
recently petitioned the State Railroad 


Commission to order the Los Angeles 
Railway Corporation to extend its lines 
to Hollywood, as now served exclusively 
by the Pacific Electric local lines, but the 
state body stated that it was not cer- 
tain of its authority to issue such order 
on the railway company, and the city 
of Los Angeles takes the same attitude 
under the terms of the existing city 
charter. Therefore, the matter was 
appealed to the Supreme Court for 
decision. Upon receiving the petition 
the court has requested the Hollywood 
Chamber of Commerce within thirty 
days from Dec. 6 to file briefs, the com- 
mission being given thirty days to 
answer and the Hollywood Chamber of 
Commerce twenty days to file another 
answer. The Supreme Court will then 
consider the case. 


Pamphlet Tells Four Years Story.— 
The Boston (Mass.) Elevated Railway 
has issued in pamphlet form the statis- 
tics on the four years’ results under 
public operation. These figures were 
published in the Electric Railway Jour- 
nal, issue of Aug. 5. 

Trolley Service Started. — Railway 
service was recently established be- 
tween Groton and New London by the 
Groton & Stonington Street Railway, 
Norwich, Conn. The line extends over 
the new Thames River bridge and opens 
up a service long desired. 

Good Slogan Wins Prize.—“‘Any acci- 
dent may be fatal” is the new slogan 
of the Boston (Mass.) Elevated Rail- 
way. The author of the phrase, now 
officially adopted, was awarded a $10 
prize in a contest for employees, re- 
cently held by the company and in 
which a large number of men submitted 
suggestions. 


Power Contract Approved.—The New 
Brunswick Government has approved a 
contract between the Provincial Elec- 
trical Power Commission and the city 
of St. John for the delivery of hydro 
power to the city from the Musquash 
plant. The signature of Lieutenant- 
Governor Pugsley has not yet been af- 
fixed to the contract. 


Safety Week Saves Forty-seven.— 
The Safety Institute of America has 
issued its safety week bulletin, which 
gives the result of that important week 
in New York City, namely Oct. 8-14. 
There were only twenty-three deaths 
due to accidents compared with seventy 
for the same week in 1921. In other 
words, forty-seven lives were spared. 


Arbitration Will Decide.—Arbitrators 
will be chosen to settle the differences 
existing between the Charleston (S. 
C.) Consolidated Railway & Lighting 
Company, and its employees. The con- 
tracting parties have been unable to 
reach an agreement with respect to 
working conditions and wages for 1923. 


New Slogan in Fort Wayne.—The 
Indiana Service Corporation, Fort 
Wayne, Ind.,.has adopted an interesting 
slogan which is being used in all the 
company’s advertising, in all of its 


literature and on all of its letterheads, 


billheads, envelopes, etc. This slogan 
is, “Service Is Our Middle Name.” 


Will Consider Wage Cut Appeal. — 
Trustees of the Boston (Mass.) Ele- 
vated Railway are expected to con- 
sider the appeal of the carmen’s union 
for a postponement of the wage reduc- 
tion scheduled for Jan. 1. The present 
arrangement was the result of a joint 
conference held last May, but accord- 
ing to the union’s petition, costs of liv- 
ing have advanced to such an extent 
that the 2 cents an hour cut would work 
a hardship on the men. Operators of 
one-man cars now receive 73 cents an 
hour and the blue uniformed men 63 
cents an hour. 


Ordinance Demands “Stop” Lights.— 
An ordinance requiring the Cincinnati 
(Ohio) Traction Company to equip its 
cars with automatic rear stop lights 
has been introduced in the City Council 
by Councilman Otto K. Francis. The 
measure has been referred to the com- 
mittee on street railways, which has 
scheduled it for a public hearing. By 
the terms of the proposed law the trac- 
tion company is forced to equip half of 
its cars with rear lights within six 
months and all its cars with lights 
within a year. A provision of the 
ordinance demands that traction cars. 
be operated with automatic stop lights. 


Statistics on the First Pasenger Rail- 
road.—An account of the bulletin for 
posting in cars and in other places, 
issued by the Georgia Railway & Power 
Company, Atlanta, Ga., called “The 
Empire State,” has been published in 
previous issues of (this paper. The 
issue of “The Empire State” for Dec. 
11 brings out an interesting fact in 
regard to the first passenger railroad. 
The bulletin reads: “The first passenger 
railroad in the world ran from Augusta, 
Ga., to Charleston, S. C. The first trip 
was made in January, 1831. Now 
Georgia has 17,318 miles of railroad 
track, affording a network intercom- 
munication and abundant outlets to the 
markets of the world. It is great to be 
a Georgian.” 


Speaks on Mitten Plan.—Dr. A. A. 
Mitten supervisor of industrial rela- 
tions of the Philadelphia (Pa.) Rapid 
Transit Company was the speaker at 
the December meeting of the Industrial 
Relations Association of Buffalo. His 
address confined itself largely to the 
Mitten plan of collective bargaining, 
but he did touch upon the traction situa- 
tion in Buffalo. He declared that the 
International Railway is now employing 
more men in the operation of cars than 
before the strike. Dr. Mitten was de- 
tailed to special service in Buffalo dur- 
ing the early months of the strike on 
the local and interurban lines of the 
International Railway. He was in 
charge of the health of the men held 
in carhouse camps. and also in the sani- 
tation of the camps. 


December 23, 1922 


ELECTRIC RAILWAY JOURNAL 


991 


L.C.C. Act Srteraretation 


Electric Railways Oppose Steam Rail- 
road Purchase Proposal from Cali- 
fornia at Washington Hearing 


The Interstate Commerce Commission 
is expected soon to render its decision 
regarding the application of the West- 
ern Pacific Railroad for authority to 
acquire control of the Sacramento 
Northern Railroad, an electric system. 


‘In the determination of this case is in- 


volved a question of widespread inter- 
est, to electric railroads in having de- 
cided the authority of the Interstate 
Commerce Commission over issuance of 
securities by interpretation of Para- 
graph I of Section 20a of the interstate 
commerce act. 

The act, in this section, excepts from 
the authority of the Interstate Com- 


merce Commission “a street, suburban, 


interurban electric railway which is not 
operated as a part of a general steam 
railroad of transportation.” It is m 
the interpretation of these words that 
the greatest interest in the pending 
case rests. 

Division Four of the Interstate Com- 
merce Commission some time ago heard 
some of the questions bearing on this 
ease and rendered a majority decision 
declaring, in effect, that the Sacra- 
mento Northern Railroad is not an in- 
terurban electric railroad, but probably 
an ordinary railroad operated by elec- 
tricity, and therefore not excepted 
from the provisions of the law requir- 
ing an application to the Interstate 
Commerce Commission for permission 
to issue securities. Even if this were 
not so at present, Division Four held, 
acquisition of the Sacramento road by 
the Western Pacific would make it part 
of a steam railroad system. From this 
decision, an appea] was taken to the 
full commission. 

At the hearing before the full com- 
mission, held on Dec. 6, four arguments 
were advanced in opposition to the de- 
cision of Division Four in interpreting 
the interstate commerce act, while one 
attorney appeared with notice that he 
desired to file a brief against the pro- 


“posed merger on the basis of public in- 


terest if the division’s decision were to 
be reversed. In opposition to the idea 
of including interurbans of the charac- 
ter of the Sacramento Northern within 
the securities-supervision jurisdiction 
of the Interstate Commerce Commis- 
sion there appeared Carl Taylor of 
New York, representing the Western 
Pacific Railroad; Ben B. Cain, Washing- 
ton, representing the American Short 
Line Railroad Association; Charles L. 
Henry, Washington, chairman of the 
committee on national relations of the 
American Electric Railway Associa- 


‘tion, and Frank Karr of Los Angeles, 


representing the California Electric 
Railway Association. Charles Warren, 
Washington, appeared as representative 


of Miles Standish, a minority stock- 
holder of the Sacramento Northern 
Railroad, who opposes the transfer to 
the Western Pacific. Mr. Warren filed 
a brief, but made no argument on the 
point at immediate issue, although ex- 
pressing approval of the finding of 
Division Four. 

Arguments in favor of overturning 
the division’s decision and against in- 


cluding electric lines within the com- - 


mission’s jurisdiction to supervise se- 
curity issues were that Congress 
worded the act because parts of gen- 
eral steam railroad systems were elec- 
trified and that it was clearly intended 
to except interurbans, regardless of 
whether they handle freight or only 
passengers. It was shown that there 1s 
a difference between “control” and 
“operate” and that while, if the trans- 
fer takes place, the Sacramento North- 
ern will be “controlled” by the Western 
Pacific, it will not be “operated” by 
that steam road. The Sacramento 
Northern does handle freight, but in its 
other activities is distinctly unlike a 
steam road. 

This case arises because of an offer 
by the Western Pacific to acquire con- 
trol of the Sacramento Northern. It 
was proposed that the Western Pacific 
issue $4,180,000 of bonds so that its 
holding company, the Western Pacific 
Railroad Corporation, might consum- 
mate the deal. Permission for this is- 
sue was granted by the Interstate Com- 
merce Commisison in May, 1921, but 
without passing on the question of the 
right to acquire the Sacramento North- 
ern and with the proviso that further 
application for such use of the pro- 
ceeds must be made. It is proposed 
also that a holding corporation be cre- 
ated for the Sacramento Northern, be- 
cause not all of its stocks and bonds 
can be purchased, all the stock in the 
holding company to be acquired by the 
Western Pacific Railroad Company as 
security for issues of securities. The 
California Railroad Commission has 
approved the application. 


Part of North Shore Property Sold 


The property of the New York & 
North Shore Traction Company, Roslyn, 
N. Y., outside of the limits of the city of 
New York, comprising tracks, power 
plant, cars and other appurtenances, has 
been sold to David Ziskind & Company, 
Lowell, Mass., for $125,000, subject to 
claims against the company for taxes. 
The purchaser has started dismantle- 
ment. On the part of the property 
within the city there remains a question 
to be settled—whether the claims of 
the city against the company come 
ahead of those of the bondholders. The 
receivers, Messrs. Allen and Moran, will 
remain in charge until the last of the 
matters in connection with the dissolu- 
tion has been settled. 


Reorganization Effected 


West Virginia Property, in Receivership 
Since 1916, Has New Officers 
and Directors 


New officers and new directors were 
named for the Morgantown & Wheeling 
Railway, Morgantown, W. Va., and the 
control of the road passed out of the 
hands of those who have held it since 
1916 to a new faction which gained 
control of the majority of the stock at 
recent meetings of the stockholders, 
new directors and officers. 

A resolution was passed by the stock- 
holders to have the property and assets 
of the company returned to the stock- 
holders. R. Hugh Jarvis was named 
vice-president of the company and stat- 
utory attorney. 

Former Goy. W. E. Glasscock was 
named chairman of the meeting, with 
R. H. Jarvis secretary. A committee 
was named to examine the proxies and 
the number of shares represented and 
when those formalities had been dis- 
posed of the regular business was 
taken up. 

The directors chosen were J. V. 
Thompson, Andrew A. Thompson, John 
R. Thompson, Uniontown; John F. Phil- 
lips, W. H. Conaway, Rolfe M. Hite of 
Fairmont and R. H. Jarvis, Frank P. 
Weaver and G. P. Russell of Morgan- 
town. 

The board of directors at a_ sub- 
sequent meeting named Josiah V. 
Thompson president, R. H. Jarvis vice- 
president and W. H. Conaway secretary 
and treasurer. : 

The railroad went into the hands of 
the receiver in 1916 following the in- 
stitution of a suit by David E. Lemley 
and others. William E. Glasscock was 
the first receiver appointed by the 
court, followed by Raymond E. Kerr, 
and recently by Samuel Pursglove, the 
present incumbent. 

The last record of a stockholders’ 
meeting is that of Jan. 8, 1916, accord- 
ing to the vice-president. 

The affairs of the railroad have been 
in confusion the past six years and suit 
after suit has been entered which has 
kept the case prominent in the court 
since that time. Large sums have been 
expended in court costs and attorneys’ 
fees in that time and little if anything 
has been done to reduce the indebted- 
ness of the road. 

Early in the present year Samuel 
Pursglove, the present receiver, pur- 
chased for $162,500 bonds of the rail- 
road of a par value of $325,000, with all 
the interest coupons attached that were 
held by the County Court. He is also 
said to have bought up practically all 
the other outstanding bonds at approxi- 
mately the same rate and then asked 
the court, as the biggest creditor of the 
road, to be appointed receiver in place 
of Raymond E. Kerr, the incumbent at 
that time. 

This marked the renewed activity in 
the affairs of the Morgantown & Wheel- 
ing which culminated in the reorganiza- 
tion meeting. The matter has been in 
progress since last April. 
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Details of Michigan United Reorganization 


Outstanding Security Issues to Be Scaled Down Within Limits of Company’s 
Earning Power—Earnings for First Ten Months This Year Suffi- 
cient to Pay New Bond Interest 1.55 Times 


G. R. Cottrelle, chairman of the 
bondholders’ protective committee, on 
Dee. 15 announced details of the reor- 
ganization plan of the Michigan United 
Railways, of which John F. Collins, the 
general manager, has just been made 
receiver. The statement outlining the 
plan was addressed to the depositors of 
the first and refunding mortgage bonds 
of the company under the bondholders’ 
protective agreement, dated Nov. 8, 
1921. 

The plan provides for the formation 
of a new company, which will take 
over the property and assets of the old 
corporation. It will have an issue of 
first and refunding mortgage bonds to 
be known as Series A, of which $5,190,- 
500 will be issued in exchange to de- 
positors of the first and refunding 
mortgage 5s of the present company, 
and $1,800,000 will be given in ex- 
change for the bonds of the Jackson & 
Battle Creek Traction Company. 

The new concern will also have an 
issue of preferred stock, of which 
$6,000,000 will be given to depositors 
of the first and refunding 5s of the 
present company, while 100,000 shares 
of no par common will be issued in ex- 
change for securities of the old com- 
pany and for other purposes of reor- 
ganization. 

Holders of the $10,381,000 old first 
and refunding 5s of the Michigan 
United Railways will receive 50 per 
cent of their face value in new twenty- 
five-year first refunding 5s and 50 per 
cent in new preferred stock. Holders 
of Jackson & Battle Creek first 5s and 
Jackson Consolidated Traction first 5s 
are to get 100 per cent face value of 
their holdings in the new bonds. Hold- 
ers of the $703,800 debentures will re- 
ceive one share of new common stock 
for each $100 face value of their hold- 
ings and the right to subscribe to the 
new bonds at 85. Those availing them- 
selves of this privilege will receive one 
share of common stock in respect of 
each $50 subscribed and the further 
privilege of subscribing to additional 
common stock at $4 a share. 

Present preferred shareholders are 
to get one-half share of common for 
each share of old preferred and the 
privilege of subscribing for bonds at 85 
on the same basis as debenture holders 
with the additional privilege of a second 
subscription to common at $4 a share. 

Common stockholders are to be given 
one-fifteenth of one share of new com- 
mon for each share of old with subscrip- 
tion privileges similar to those of the 
preferred shareholders. 

Subscription privileges under the 
plan expire on March 1, 1923, and time 
for deposit of stocks and bonds expires 
on Feb. 1, 1923. 

The Michigan United Railways owns 
and operates the city street railway 
system in Kalamazoo, Battle Creek, 
Jackson and Lansing, Mich., the inter- 


urban lines connecting the cities men- 
tioned, and also the interurbans from 
Lansing to St. Johns and Pine Lake 
and from Lansing to Owosso and Cor- 
runna; a total of 258 miles measured 
as single track. Passenger terminal sta- 
tions are located in the main business 
sections of each city served. Through 
passenger service between these cities 
and Detroit is maintained over the lines 
of the Detroit United Railway from the 


city of Jackson, and direct connection - 


with Grand Rapids is made through 
arrangements with the Michigan Rail- 
road. Two hundred and seventy-eight 


cars are in operation. 


The cities served by the company 
have shown steady and _ substantial 
growth, but the general depression 
which followed the period of war infla- 
tion was reflected in a marked degree in 
this industrial district. During the war 
years and for some time thereafter, all 
operating costs rose rapidly and to 
extreme levels. Further, with the de- 
velopment of good roads through cen- 
tral Michigan, the company has. felt 
increasingly the competition of the un- 
regulated jitney, the motor bus and the 
motor truck, as well as the diversion of 
a portion of its passenger business to 
the privately operated motor car. 

A table of the earnings of the entire 
property and the bond interest charges 


against the same for the years 1912 to 


1921, inclusive, and for ten months of 
1922, follows: 


Mortgage 
Gross Operating Operating Bond 

Year Earnings Expenses* Income Interest 
1912 $1,649,570 $1,025,027 $624,542 $519,900 
1913 1,826,355 1,095,861 730,493 519,900 
1914 1,801,696 1,069,263 732,433 527,095 
1915 1,777,514 1,080,887 696,627 602,852 
1916 2,067,591 1,269,550 798,041 621,969 
1917 2,274,757 ~—-1,479,921 794,835 620,015 
1918 2,320,737 =: 1,751,416 569,321 622,399 
1919 2,841,336 2,000,460 840,875 618,630 
1920 3,160,152 2,576,600 583,652 620,595 
1921 2,846,230 2,392,576 453,653 622,419 
10 mos. 
1922 2,268,102 1,804,049 464,052 516,113 


* Includes taxes, rentals, current maintenance and 
repairs but not depreciation. 


These figures show that the net earn- 
ings of the company, without provision 
being made for depreciation, are not 
sufficient to carry interest charges, As 
the reorganization committee points 
out, this fact, standing alone, shows the 
necessity of a reorganization of the 
property and a readjustment of its 
fixed charges. In addition to this, 
however, $1,200,000 face amount of 5 
per cent bonds secured by a prior lien 
mortgage on the interurban division 
between Battle Creek and Jackson will 


‘become due on Jan. 1, 1923. The com- 


pany is without funds to pay these 
bonds, and no securities are available 
with which the bonds can be refunded 
or which can be sold in the market for 
a price to produce the necessary 
amount. Furthermore, all bonds which 
may be issued for major extensions, 
betterments and improvements have 


been. so issued. The company, there- 
fore, is without means to finance ex- 
tensions and improvements necessary 
to maintain its present business and 
develop the property in the future. 
The company is also in need of a sub- 
stantial amount of additional cash with 
which to purchase the equipment pres- 
ently operated under lease with option 
to purchase, and to carry on its busi- 
ness. : 

For these reasons the committee was 
forced to the conclusion that a reorgani- 
zation is absolutely necessary and that 
a plan of reorganization must be de- 
vised and executed which in addition to ~ 
yielding to bondholders the maximum 
advantage and _ protection possible, 
should also place the reorganized com- 
pany in a position to meet the require- 
ments to which reference has been 
made. The committee believes that the 
plan now presented does meet these 
conditions. Under this plan the interest 
charges against the property will be 
reduced to an amount which the earn- 


‘ings of the company should be sufficient 


to pay when due. For the twelve 
months periods ended Oct. 31, 1921 


and 1922, the earnings of the property 


applicable to the reduced bond interest 
charges were as follows: 


1921 1922 
Gross earnings 2 ifn -te $2,905,777 $2,736,520 
Operating expenses*....... 2,439,658 2,152,312 
Operating income applicable 
$0 interest..2. 5c. dale $466,119 $584,208 
Annual interest charges on 
$7,780,500 of mortgage : 
bonded debt of the new 
company at 5 per cent.... 389,025 
Balancetne eae teeee $195,183 


* Including taxes, current maintenance and repairs, 
but not depreciation, or rentals on equipment now 
eased but proposed to be acquired in reorganization. 


During the first ten months of the 
current calendar year the net earnings 
applicable to interest amounted to 
$500,733, as against the proposed mort- 
gage bond interest charges for like 
period of $324,187, or 1.55 times mort- 
gage bond interest requirements. 

Under the terms of the new mort- 
gage additional bonds are made avail- 
able to the new company for financing 
necessary betterments, extensions and 
improvements. New money presently 
required by the new company will be 
supplied principally through the sale 
of $600,000 new bonds at 85 and accrued 
interest. 

In a statement which he issued at 
Jackson Mr. Collins, the receiver, said 
in part: 


It is my intention to give service, same as 
heretofore, in the territory that I am act- 
ing as receiver for, providing the earnings 
will warrant the expenditure of operation 
in the future. 

When the Saginaw-Bay City Railway 
went into receivership, and later into bank- 
ruptey, the receiver appointed ceased serv- 
ice, owing to the fact that the earnings did 
not Warrant its continued operation. 

It is to_be hoped that the lines of the 
Michigan United Railway will be patron- 
ized by the traveling public to provide suf- 
ficient funds to warrant operation, and that 
service can be continued. ; : 

A great many street railroads throughout 
the United States are now in the hands of 
a receiver, this being brought about by the 
high cost of labor and material, as well as 
the development of automobiles, which have 
deprived the railways of a large amount of 
their previous earnings. Trucks and motor 


December 23, 1922 


buses being furnished free use of the high- 
ways by the taxpayer, handle a certain 
proportion of the freight and pass-nger 
business which heretofore went to the elec- 
tric lines, as well as to the steam lines. 

The receivership does not include 
the Michigan Railroad, which operates 
three interurban divisions between the 
following points: From Battle Creek 
to Allegan, Kalamazoo to Grand Rap- 
ids, Grand Rapids to Holland and 
Saugatuck, and from Bay City to Flint, 
which latter interurban division oper- 
ates through cars to Detroit. J. F. Col- 
lins is vice-president and general man- 
ager of these three interurban divisions 
of the Michigan Railroad. 


Second Year Under Service- - 
at-Cost More Successful 


The New York State Railways in its 
second year of operation under service- 
at-cost in Rochester, fell short of reach- 
ing a full 6 per cent return by $94,000. 
This is the amount of return guaran- 
teed to the company by the contract on 
the valuation of its property fixed at 
$19,298,602. The second annual report 
of Charles R. Barnes, city commissioner 
of railways, for the year ended July 31, 
1922, submitted recently to the City 
Council, shows that the deficit for the 
second year is $38,999 less than it was 
a year ago. The total deficit is now 
$227,000. The report states that the 
lower deficit for the second year is en- 
couraging in view of the promise it 
gives for a reduction in fare. 

Total revenues amounted to $5,105,- 
650, according to the report, while costs 
are shown to total $5,199,651. 

The company received $1,156,098 as 
its return on its investment in Roches- 
ter. Under terms of the service-at-cost 
contract, the company gets a sliding 
scale of return each month on its total 
investment based upon the rate of fare. 
At a 7-cent fare rate, the company gets 
a return of 6 per cent. The base valu- 
ation as of July 31 was $19,298,602. 

Operating expenses of the company 


totaled $3,725,000; taxes, $306,000. 
Total passengers carried numbered 
$8,976,000 and transfer passengers 
23,731,000. 


During the year $240,267 was put 
aside in the renewal and depreciation 
fund. Under the contract 2 per cent of 
the base value is charged off to this 
item. Last year $145,833 was so put 
aside. Of this total, $386,100, there 
remains $182,532 still on hand. Under 
the fund account, also, there is $135,144 
on hand, the total cash on hand in 
various funds exceeding the present 
total deficit for the two years of opera- 
tion under the service-at-cost plan. It 
is this fact which proves most satisfac- 
tory to city authorities, and gives rise 
to the hope that a reduction in fare 
soon may be realized. 

Mr. Barnes tells about the studies of 
car service and the improvements made 
resulting in regularity of car move- 
ment. 

According to the report accidents 
were greatly reduced. The number for 
the first year under the service-at-cost 
plan was 5,733 against 5,355 for the 
second year. 
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Operation Under Reorganization 
in Prospect 

A final step in the negotiations look- 
ing toward , reorganization of the 
Atlantic Shore Railway, Sanford, Me., 
will be the decree in the United States 
District Court foreclosing several 
mortgages on the property. 

Agreements have been made between 
all parties holding mortgages and the 
bondholders as well, to accept, after 
surrendering their securities, a propor- 
tional part of a new issue and to start 
a new operation of this railroad system 
with some prospect of success. Almost 
nine months ago efforts were started 
to accomplish this result and many con- 
ferences and short hearings have been 
held. 

In order to salvage all that was pos- 
sible for these investors, to give assur- 
ance of continuing the road as a going 
concern, it was essential that a single 
agreement be reached. That was done 
recently and decrees were drafted and 
submitted to Judge Peters, now busily 
occupied in the civil case on trial in 
the District Court. 

_ 
Railway January Maturities 
Total $7,997,000 


In the public utility field corporate 
maturities for January total $34,259,- 
600, according to the Wall Street Jour- 
nal. Many small amounts are included 
in this figure. The bonds of the elec- 
tric railway companies which will be 
realized in January, 1923, amount to 
$7,997,000 and are listed herewith: 


Jan. 1 Ohio Traction notes. 7 $1,878,000 

Jan. 1 Lake Shore Electric 
Railway cons. ..... 5 1,630,000 

Jan. 1 Jackson & _ Battle 
Creek Traction 1st.. 5 1,200,000 

Jan. 1 West End Street 
Tee bone odie I i 4% 700,000 

Jan. 1 Charleston City Rail- 
NVA USGI ae aise eS is-s wie By 680,000 

Jan. 1 Milford & Uxbridge 
Street Railway 1st... 5 335,000 

Jan. 1 Hastern Mass. Street 
Railway TCLS sale ess 6 300,000 

Jan. 1 Jamestown Street 
Railway dst ........ 6 300,000 

Jan. 1 Jersey City & Ber- 
gen Railroad Ist.... 4% 258,000 

Jan, 1 Interurban Railway 
ROW erie ies ss, 5 6 250,000 

Jan. 1 Webster, Monessen, 

Belle Vernon & Fay- 

ette City Street Rail- 
NVA Vad eM SURES, ch bys te 3 6 250,000 

Jan. 1 Oskaloosa Traction & 
BUEN MES eset. 6 ss 61-6 5 216,000 
IMA VA COLA Makati. ccc ss v-2 eisie:'e $7,997,000 


i) ae 
Securities Sold at Auction 
Electric railway securities sold by 
Adrian H. Muller & Company on Dec. 6 
at the Public Auction Room, 14 Vesey 
Street, New York, were as follows: 
$25,000 Oakland Railways Co. collateral 


trust 6% bonds, 1913, certificate of ee 
SOTO GE TUTTE COT) SC, eer cn ee ere 458 
$2,000 Milford & Uxbridge Street Ry. first 


mortgage 5s extended to 7% bonds, 1923 ; 
Cente Meee Ie ate sacra va) ae 0 @ 00) 0 @ eceeiels 58 
$6,000 Columbus & Ninth Avenue R.R. first 
mortgage 5% bonds, 1933, certificates of 
akeyeyeys Ih oY 2 oC) ot ie eRe 14 
$7,000 Columbus & Ninth Avenue R.R. first 
mortgage 5% bonds, 1933, certificates of 
deposit ; per cent 15 
$30,000 28th and 29th Street Railroad Com- 
pany first mortgage 5% stamped bonds 
certificates of deposit; lot........... $20 
$28,000 Chicago Blevated Ry. Co. 6 per cent 
deb. bonds, 1924, with coupon attached ; 
per cent 
1,000 shares Chicago City and Connecting 
Ry. Co. collateral trust participating pre- 
ferred certificates; per share....... $3.50 


F Meee 


News Notes 


Northern Ohio Bonds Offered.—The 
National City Company, New York, 
N. Y., is offering an issue of $1,000,000 
general and refunding mortgage 6 per 
cent bonds, Series A, of the Northern 
Ohio Traction & Light Company, Akron, 
Ohio, due in 1947, at a price of 94 and 
accrued interest, to yield 6% per cent. 


Authorized Issue of Preferred In- 
creased.—The directors of the Stand- 
ard Gas & Electric Company, Chicago, 
Ili., have authorized the issue of 
$2,460,000 new 8 per cent: cumulative 
preferred stock of $50 par value to take 
care of various conversion privileges of 
the company’s funded debt and to pro- 
vide capital for increased business. 
Stockholders rights to subscribe will 
expire Jan. 31, 1923. 


Holding Company Preferred Offered. 
—Bonbright & Company, New York, 
N. Y., head a syndicate which is offer- 
ing an additional $5,000,000 of 6 per 
cent cumulative preferred stock of the 
Electric Bond & Share Company. The 
offering price is 97 and accrued divi- 
dends, from Nov. 1, 1922, to yield about 
6.20 per cent. The proceeds will be 
used to expand the business of the com- 
pany and for general corporate pur- 
poses. Upon completion of the sale 
the company will have outstanding 
$16,200,000 preferred stock of an au- 
thorized issue of $20,000,000. 


Venner Verdict Affirmed.—The Ap- 
pellate Division of the Supreme Court 
in the matter of Clarence H. Venner 
against the Interborough Rapid Transit 
Company, New York, N. Y., has affirmed 
the judgment of Justice Davis of the 
special term of Supreme Court in sub- 
stance granting to Mr. Venner a judg- 
ment against the defendant for $25,000 
with interest at 7 per cent, from Sept. 
1. 1921. The plaintiff was owner of 
twenty-five promissory notes of $1,000 
each carrying 7 per cent interest, issued 
by the defendant as part of $33,400,000 
of notes, dated Sept. 1, 1918, due Sept. 
TA 92a 


Change in Stock Provisions Approved. 
—The stockholders of the Public Service 
Corporation of New Jersey, Newark, 
N. J., have approved the change in the 
charter dividing the authorized $50,000,- 
000 preferred stock into two classes— 
one of 250,000 shares, 8 per cent cumu- 
lative preferred, and the other of 
250,000 shares, 7 per cent cumulative 
preferred. This change is in accordance 
with the recommendation of the di- 
rectors. They felt that there would be 
times hereafter when it would be prac- 
ticable for the corporation to sell 7 per 
cent preferred stock. Reference to the 
intended change was made in the issue 


of the Electric Railway Journal for 


Nov. 25, page 862. 
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Railway Offers Five-Cent Fare 
as Experiment 


The city of Bellingham has’ been 
granted a 5-cent fare on its car lines, 
according to a voluntary offer of the 
Puget Sound Power & Light Company. 
Under the provisions of the company’s 
offer, the fare will be tried out as an 
experiment for ninety days, and the 
company will sell tokens at the rate of 
twenty for $1, valid until used by tne 
buyer. It was planned to put the new 
arrangement into effect on Dec. 17. 

The company’s action came as a com- 
plete surprise to city officials, who four 
months ago had conferred with com- 
pany officials in an effort to reduce the 
fare, and had finally agreed to let the 
matter rest for a time. Under the new 
plan, the passes now in use will be dis- 
continued and every one will be re- 
quested to use tickets. The traction 
company will undertake an extensive 
advertising campaign to popularize the 
new system, with the hope of making 
the idea a permanent one. In a letter 
addressed to the City Council, notify- 
ing that body of the new carfare, the 
company, through Manager Harry B. 
Sewall of the Bellingham division, calls 
attention to the fact that with the ex- 
ception of the commutation tickets pro- 
vided for no other changes in fare wilil 
be undertaken, the cash fare remain- 
ing at 7 cents for adults and 2% cents 
for school children. 

Attention was also called to the fact 
that when the city and company offi- 
cials conferred on fare problems in Sep- 
tember the Council was “not unwilling 
to approve of such tickets being lim- 
ited to certain hours in the morning; 
that is, from 6 to 9 o’clock, and cer- 
tain hours in the evening, from 4 to 
7,” but that the company had decided 
that no limitation of hours in which 
the reduced fare might be used would 
be set. 

It is pointed out that the ninety days 
embracing the holiday season and the 
period of inclement weather would nat- 
urally be the most favorable period m 
which to determine whether such a rate 
will, as the City Councilmen believe, 
justify the substantial carfare reduc- 
tion. Company officials express doubt 
that the expected increase in travel will 
offset the reduction in rates, but state 
that if such increase develops the 5- 
cent tickets will be continued. 


Fare Increase Refused 


Expressing the view that with serv- 
ice changes and economy a reasonable 
return can be earned, the Railroad 
Commission of California has dismissed 
the application of the Bakersfield & 
Kern Electric Railway for an increase 
in fares in Bakersfield. In the event 
that conditions should make impossible 
the expected savings, the company will 
be permitted to renew its application. 


. 


The commission found a rate base of 
$568,314 upon which it was calculated 
the company is earning at the present 
time the rate of return of 3.52 per cent. 
With suggested savings in operation 
this return, it was computed, could be 
increased to 5.82 per cent. The com- 
mission was urged by the Boosters Club 
to order an extension of the system to 
serve East Bakersfield, but no order 
was made on this matter pending a sep- 
arate consideration of grade crossing 
problems involved. 

In commenting on this matter the 
commission said: 

This commission has, we _ believe, the 
power to order an extension, but such an 
order cannot be made where the evidence 
indicates the extension would be operated 
at a loss, and as to an increase in fare de- 
signed to take care of such a loss, it must 
be obvious that this cannot be determined 
until the cost of the facilities necessary is 
found, and since the crossing of the South- 
ern Pacific may add to the costs above 
stated, it is impossible at this time even to 
estimate the added operating costs which 


will undoubtedly result from rail service 
into East Bakersfield. 


Tags for the Purpose of Accident 
Prevention 

The tag reproduced herewith is part 

of the Accident Prevention work car- 

ried on by the Elmira Water, Light & 

Railroad Company, Elmira, N. Y. The 


POLICE DEPARTMENT. 
SAYS: 
LOOK BEHIND YOU 


Another Auto is Coming. 
A Street Car is Coming. 


CARE AVOIDS ACCIDENTS 
You may have the right of way but that won't 


save your Car or your life, if the other 
fellow is careless. 


© 


company had the tags printed and is 
having them tied on the steering wheels 
of all automobiles in the downtown 
section. 


Hearing Held on Freight Traffic 
Discontinuance 


Public Service Commissioner William 
R. Pooley has reserved decision on the 
application of the International Rail- 
way, Buffalo, N. Y., to abandon its 
freight traffic in western New York. 
The company asks to discontinue this 
arm of its service altogether. C. P. 
Franchot, counsel for the International, 
explained that the purpose of the move 
was to cease making a gift to shippers 
of service at less than cost and to cease 
to lay the burden incurred by this busi- 
ness on the passenger business. 

Several representatives of Chambers 
of Commerce in western New York at- 
tended the hearing and there was some 
objection to the railway’s plan. The 
International maintains a freight and 
express station at Main and Virginia 
Streets and operates a number of inter- 
urban freight and express cars between 
Buffalo, Niagara Falls, Lockport and 
Olcott and intermediate points. 
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Passenger and Freight Inter- 
change Arranged 


Arrangements have just been com- 
pleted between the Nickel Plate (steam 
road) and the Northern Ohio Traction 
& Light Company (electric system) 
whereby freight and passengers will 
be handled from points on the North- 
ern Ohio Traction & Light Company’s 
lines to Chicago and _ intermediate 
points on the Nickel Plate and to points 
west and south of Chicago over con- 
necting steam lines. This is one of the 
few arrangements of its kind to be 
perfected in this country between an 
electric line and a steam road. The 
tariffs were™filed with the Interstate 
Commerce Commission on Dec. 15 to 
become effective on Jan. 15, 1923. This 
action on the part of the Northern 
Ohio Traction & Light Company opens 
the way for freight shipments from 
points on its lines to all points west 
via the Nickel Plate. 


Commission Reports Further 
on Traffic Congestion 


In connection with the activities and 
surveys of the Los Angeles Traffic Com- 
mission to determine practical methods 
and schemes to be adopted for relieving 
the traffic congestion in the business dis- 
trict of the city of Los Angeles a recent 
survey just concluded by the commis- 
sion reveals some very interesting data 
in connection with these conditions. 
Following are some of the contributory 
causes of congestion, which include the 
growth of the city and the increase in 
number of automobiles. 

In 1919 there were 62,000 automo- 
biles registered in the city of Los An- 
geles. On Dec. 1, 1922, the city’s auto- 
mobile registration was in excess of 
165,000. In the 1900 government cen- 
sus Los Angeles ranked as thirty-fifth 
in population among the cities of .the 
United States. The government census 
of 1920 ranked Los Angeles the eleventh 
largest city in population. 

During October, 1922, a total of 
4,079 traffic accidents were recorded in 
Los Angeles by the police department, 
as against 2,047 in October, 1921. 

In 1921 the death rate from automo- 
bile accidents in Los Angeles per 
100,000 population was 27.9, as against: 


For the whole United States........ 11.5 
Average of all large cities...:...... 15.0 
Manhattan iivies ose «Sale ne oe een 18.8 
GICAL Ol Sees eiave sda ecesacene: oy Bie oatal ena 20.3 


Based on recent checks, the follow- 
ing volumes of traffic are handled daily 
between the hours of 5 to 6 p.m. at 
Seventh and Broadway: 

Pedestrians. * 2. bases valee ee 18,000 to 20,000 


AdtomoObiles yas aie cut we - Chee 1,200 to 1,400 
Street) cars: ci. . seats 320 to 350 
The intersection of Seventh and 


Broadway handles the largest volume 
of automobile traffic in the downtown 
district. From 7 a.m. to 6 p.m. shows 
a total of 13,468 passing automobiles. 

Fifth and Broadway is the busiest 
intersection in point of pedestrian traf- 
fic, checks showing a maximum of 
approximately 25,000 pedestrians per 
hour, as against a maximum of 23,000 
at Seventh and Broadway. 


Se 
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Company Will File Supplemen- 
tary Brief 

A delay of sixty days or longer is 
likely before a decision is made in the 
litigation arising out of the fare fight 
in Fort Worth, Tex. This-is indicated 
in the announcement by counsel for 
the Northern Texas Traction Company 
that the company would file a supple- 
mentary brief. The case was recently 
heard before N. A. Dodge, special 


~ master, who gave attorneys for both 


sides thirty days in which to file briefs 
in the case. 
In the litigation, the city of Fort 


Worth seeks to compel the Northern. 


Texas Traction Company to reduce 
fares from 7 cents to 5 cents claiming 
that increased patronage arising out 
of a 5-cent fare would more than offset 


_ the reduction in revenue brought about 
by a reduction from 7 cents to 5 cents. 


Under its franchise provisions, the 
Northern Texas Traction Company can 
charge any fare deemed adequate to 
produce a fair return on the invested 
capital, and during the period of high 
prices and low revenues the company 
announced a 7-cent fare. The city at 
once began a fight to compel a reduc- 
tion, whereupon the company went into 
Federal Court to seek relief, setting 
forth that a 5-cent fare is confiscatory 
and that a 7-cent fare is necessary to 
produce a fair return on the invested 
capital. 

N. A. Dodge was appointed as special 
master and after extensive hearings, in 
the course of which all phases of the 
operation of street car lines in Fort 
Worth were investigated, announced 
that he would give counsel for both 
sides thirty days in which to file briefs, 
after which he would render his deci- 
sion. These briefs were filed nearly a 
month ago, and now before the referee 
has rendered his decision comes the 
announcement from the traction com; 
pany that it will file a supplementary 
brief. 


Recommends Consolidation 
With Uniform Fare 


The question of uniform street car 
rates in the Twin Cities (Minn.) has 
come to a head in St. Paul in the report 
of the subdivision on public utilities of 
the St. Paul Association of Public and 
Business Affairs, as approved by the 
board of directors. This report reads: 


1. The subdivision on public utilities is 
agreed that it is important that the rates 
of fare for street railway transportation 
shall be uniform in the cities of St. Paul 
and Minneapolis. 

2. The subdivision recommends a con- 
solidation into one operating company of 
the St. Paul City Railway Company, the 
Minneapolis Street Railway Company and 
subsidiary companies operating street rail- 
way lines within, between and out of the 
cities of St. Paul and Minneapolis and that 
a metropolitan transit district be estab- 
lished which shall consist of all territory 
now bei served for one fare by the 
Minneapolis Street Railway Company com- 
bined with all territory now being served 
for one fare by the St. Paul City Railway 
Company, in which said metropolitan transit 
district only a single fare shall be collected 
from any point to any other point ‘therein. 
together with transit privileges to all con- 
necting lines, 

It is apparent a proper solution of this 
situation cannot be accomplished without 
a unification or consolidation of these lines. 


) 


Their unification or consolidation is an ab- 
solutely necessary essential to accomplish 
any of the objects above specified. With- 
out such action the Railroad & Warehouse 
Commission is without power to fix such 
uniform rates and, even if it were by legis- 
lation given the power, the grant in our 
opinion would be invalid. 

The fare in either city is now 6 cents, 
to the city limits separating St. Paul 
and Minneapolis, but the fare in either 
city has been determined in the past 
by City Council action. Under the 
new law of the state the Railroad & 
Warehouse Commission has the power 
of establishing a fair fare rate return 
on the valuation of the property of the 
railway, so that the 6-cent fare rate in 
the Twin Cities is now an emergency 
or temporary rate until hearings shall 
be set and accomplished on the property 
valuations to be presented to the com- 
mission for action. 


Speed Limits Fixed—Limited 
’ Service Continued 


A speed limit has been fixed by the 
Massachusetts Department of Public 
Utilities for the cars of the Springfield 
Street Railway and the Holyoke Street 
Railway, over a section where the sery- 
ice and the speed became a matter of 
investigation. 

The residents of a section of West 
Springfield and the residents of a sec- 
tion of Holyoke, Mass., asked for 
the discontinuance of the limited stop 
service between the two cities, and 
a speed limit of not more than 20 m.p.h. 

In its investigation the department 
found that the cars operating on the 
limited stop basis had the tracks on 
the side of the road, where there are 
not many buildings and not many grade 
crossings, and it decided that 25 m.p.h. 
would be reasonably safe. It issued an 
order to this effect, and that the cars 
should reduce to 10 miles at certain 
crossings, to 5 miles when approaching 
school children and come to a stop be- 
fore passing a car loading or unloading. 
The petition that the limited service be 
discontinued was dismissed. 

An investigation of accidents cover- 
ing 1,495 days before the limited stops 
arrangement went into effect in West 
Springfield showed seventy-seven acci- 
dents; during the 1,495. days after the 
limited stops were adopted there were 
eighty-three accidents, but forty-two of 
them were due to local cars. There 
were 6.29 accidents per 100,000 car- 
miles with limited stops and 8.82 acci- 
dents per 100,000 car-miles with 
local cars. 


Buses Replace Cars 


A new era in city transportation 
began in Everett, Wash., on Dec. 1, 
when the first gasoline-power buses re- 
placed some of the electric street cars 
of the Puget Sound International Rail- 
way & Power Company with a 5-cent 
fare on the buses and on all electric 
lines, and the weekly $1 pass on all 
street car lines. The motor buses 
started on the Colby Avenue line first, 
the new service extending considerably 
beyond the outward terminal of the 
electric line, giving service to new ter- 


ritory. 


‘Transportation 
News Notes 


Seeks to Operate Buses.—The South 


Carolina Gas & Electric Company, 
Spartanburg, S. C., has petitioned the 
City Council to operate buses in con- 
nection with its local railway system. 


Reduced Transfer Charge Allowed.— 
The Alabama Public Service Commis- 
sion has granted permission to the 
Mobile Light & Railroad Company, 
Mobile, Ala., to reduce its transfer 
charge from 2 cents to 1 cent. The 
company applied for this privilege on 
Oct. 18. 

“Stop” Signs on Cars.—The Nash- 
ville Railway & Light Company, Nash- 
ville, Tenn., is equipping its cars with 
semaphore signs reading “stop.” This 
act is the latest move on the part of 
the railway company to lower the num- 
ber of street or traffic accidents. The 
“stop” signs will serve as signals to 
automobile drivers not to pass a stand- 
ing car. 

Rule of Road Changed.—On Dec. 1 
the rule of the road was changed from 
left to right in New Brunswick. The 
ear lines in Moncton and in St. John 
and suburbs were changed to the right 
drive and the cars were operated vice 
versa from the way they have always 
been operated in New Brunswick. It 
is believed that accidents can be re- 
duced to a minimum by the advertising 
campaign that is being conducted by 
the New Brunswick Department of 
Public Works. 


5,965 Passes per Week.—The sale of 
weekly tickets by the Indiana Service 
Corporation in Fort Wayne, Ind., has 
reached a maximum of 5,965 per week, 
according to Robert M. Feustel, presi- 
dent of the corporation. This figure 
was reached in the forty-first week of 
the system. Officials of the company 
expect the sale will reach the 7,500 
mark in a few weeks. A campaign is 
now on to increase the sales to 10,000 
per week. The first week in which the 
pass was in use the sale totaled 2,800. 


Proposes Seven-Cent Fare.—A new 
proposition has. been placed before the 
City Council of Danville, Va., by the 
Danville Traction & Power Company. 
Instead of urging the one-man car 
issue, which has been before the Council 
and the public for the past three 
months, the company through its presi- 
dent, C. G. Holland, proposed that if 
the Council were unwilling to sanction 
use of one-man cars the company would 
be satisfied with a 7-cent cash fare and 
with the present ticket rate of five for 
30 cents. The Council, therefore, voted 
to adopt a resolution providing for the 
publication of a change in the ordinance 
raising the cash fare from 6 cents to 
7 cents. The Council at the same time 
charged the finance committee with 
making a definite recommendation as to 
the one-man car or the 7-cent fare, 
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Mr. Harton Heads Kentucky 
Operators 
William H. Harton, Newport, was 


elected president of the Kentucky Asso- . 


ciation of Public Utilities, at Lexing- 
ton, Ky., Dec. 12. Mr. Harton is gen- 
eral manager of the South Covington 
& Cincinnati Street Railway with offices 
in Covington. He was promoted to this 
office after having served for several 
years as superintendent of transporta- 
tion. ‘He has been with the Green Line 
company for many years, and has 
reached his present position through a 
series of promotions resulting from effi- 
cient service. He is one of the active 
members of the Covington Rotary Club. 
He was one of the organizers of the 
Covington Penny Clinic, and acted as 
treasurer of that organization during 
the campaign to raise funds to estab- 
lish the clinic. Mr. Harton is widely 
known in transportation circles. 


Change in Pacific Electric 
Personnel 


C. Mort Stuart, manager of the Pa- 
cific Electric Railway Company -Club, 
Los Angeles, Calif., has resigned to 
enter other fields. N. B. Vickery has 
been appointed to the position vacated 
by Mr. Stuart. H. D. Priest has been 
appointed manager of Alpine Tavern 
Resort as operated by the company at 
the terminus of its Mount Lowe line, 
vice Mr. Vickery. N. B. Vickery com- 
menced service with the Pacific Electric 
lines in 1905, serving in various capac- 
ities until his appointment as manager 
of Alpine Tavern in February, 1916. 
Mr. Vickery was one of the original 
organizers of the Pacific Electric Club, 
which places him in a familiar position 
with his new duties. 

H. D. Priest, who succeeds Mr. 
Vickery as manager of Alpine Tavern, 
entered the services of the company in 
the passenger department in the year 
1916. Previous to his present appoint- 
ment he was employed as traveling 
passenger agent. In his new position 
he will return to a field of endeavor 
in which he has had much experience, 
having followed hostelry work for 
many years previous to his connection 
with the Pacific Electric Railway. 


Glenn H. Shaw with Northern 
Ohio Company 


The Northern Ohio Traction & Light 
Company established an accident pre- 
vention department with Glenn H. 
Shaw, formerly of the Cleveland Rail- 
way, in charge. Associated with Mr. 
Shaw as accident prevention super- 
visors are Charles Speigle for the 
northern division; C. J. France for the 
Akron city lines; H. L. Farmer for 
the southern interurban division, and 


Hugh Wilson for Canton and Massillon 
city lines. 

The plan calls for committees from 
various departments of the system to 
work in conjunction with the super- 
intendent and supervisors. There is 
also an executive committee, consisting 
of the head of the railway, light and 
power and commercial departments in 
conjunction with the general manager. 


Mr. Reynolds Resigns 


Manager of United Traction and Hudson 
Valley Railways, at Albany, Re- 
tired on Dec. 16 


Albert E. Reynolds, general manager 
of the United Traction Company, 
Albany, N. Y., resigned on Dec. 16 to 


A, I. REYNOLDS 


enter other business. The successor to 
Mr. Reynolds is Ernest G. Murphy, who 
has been assistant general manager. 

Mr. Reynolds began his street rail- 
way career in Plattsburgh, N. Y., and 
was for several years manager for the 
Plattsburgh Traction Company, a sub- 
sidiary of the Delaware & Hudson Com- 
pany, his management of that system 
being such as to attract the attention of 
the officers of the holding company, and 
in recognition of his valuable services 
they promoted him to the management 
of the Hudson Valley line, with head- 
quarters at Glens Falls. At the time 
that he assumed the management of the 
affairs of this company conditions 
along the line were anything but pleas- 
ant and encouraging. The company 
had in some manner secured the enmity 
of many of the people along the line, 
and the system was not in the best of 
shape. He set about at once to correct 
these things and quickly succeeded in 
doing’ so. 

With the reputation thus established 
it was quite logical that Mr. Reynolds 
should be appointed in 1917 to succeed 
Charles F. Hewitt as general manager 
of the United Traction Company, for 
both that company and the Hudson 
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Valley line are controlled by the Dela- 
ware & Hudson Company. Upon the 
resignation of Mr. Hewitt, Mr. Reynolds, 
in fact, received the title of acting gen- 
eral manager at Albany, but in Feb- 
ruary, 1918, was formally made man- 
ager. Thereafter he continued in 
charge of both the Hudson Valley Rail- 
way and the United Traction Company 
with offices in Albany. 


Cited for Bravery 


Willard Cope, secretary of the com- 
mittee on public utilities information 
of Atlanta, and former newspaper man | 
in Atlanta, was paid a glowing tribute — 
by the Georgia Industrial Commission 
in a report awarding Mr. Cope compen- 
sation under the recent workmen’s com- 
pensation act for injuries suffered in a 
railroad wreck some months ago. At 
the time of the accident Mr. Cope was 
on duty as a reporter for an Atlanta 
newspaper. He was pinned beneath the 
wreckage in such a way that his entire 
body except his head was submerged 
beneath the water. At the same time 
he was badly crushed and bruised, his 
left leg was broken and his shoulder 
fractured. When rescuers arrived he 
told them to get the women and chil- 
dren out first. It was several hours 
before Mr. Cope was finally extricated. 
As a result of the injuries he received 
in the accident Mr. Cope was confined 
to his bed in the hospital four months. 
The report of the commissioner, Hal M. 
Stanley, said: 

“We have here one of the most con- 
spicuous examples of bravery that has 
been brought to the attention of the In- 
dustrial Commission since the Georgia 
workmen’s compensation act was en- 
acted into law.” 


Detroit Work Divided Among 
Commissioners 


William B, Mayo, chief engineer for 
Henry Ford, will not assume the man- 
agement of the Detroit Municipal Rail- 
way, aS was stated in newspaper arti- 
cles, but will take over only part of 
the duties in the same manner as the 
other two commissioners. 

Mr. Mayo has been a member of the 


commission for some years and the 


work of the street railway department 
has been divided so that he, G. O. Ellis 
and H. H. Esselstyn, the other com- 
missioners, will participate in the 
management. 

The three commissioners have ar- 
arranged to divide the work as a tem- 
porary plan to be worked out for thirty 
days. The city will construct fifty new 
trailers in the Highland Park shops and 
it is understood that Mr. Mayo will 
assume supervision of this work. A. C. 
Colby, superintendent of equipment, 
will be actively in charge of this work. 
Ross Schram, assistant general man- 
ager of the Municipal Railway, also 
announced that the city was consider- 
ing the advisability of constructing its 
own motor cars, 

The commission also will institute a 
plan whereby motormen will receive a 
bonus for the safe operation of their 
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cars. This plan is being instituted by 
the commission as a means of prevent- 
ing accidents. 


Mr. Brooks Goes Into Automobile 
Business g 


Charles A. Brooks, local manager of 
the Poughkeepsie City & Wappingers 
Falls Electric Railway, Poughkeepsie, 
N. Y., has resigned from that company 
to go into the automobile business for 
himself in that city. He will act as 
local agent for a well-known make of 
car and in addition conduct a general 
supply and repair business. This is a 
logical move by Mr. Brooks. He has 
long been an auto enthusiast, and this 
with his long experience in mechanical 
work make a rare combination of 
talent. It is nearly ten years since 
Mr. Brooks entered the employ of the 
local railway at Poughkeepsie. In 
fact, it was in April, 1913, to be exact, 
that he entered the service of the com- 
pany there. Before that he had been 
engaged in similar work, mostly on the 
mechanical side, with the Third Avenue 
Railway, New York, the South Shore 
Traction Company, New York, and on 
properties in the Central West. 


James P. Barnes, president of the 
Louisville (Ky.) Railway, has been 
nominated for re-election as a director 
of the Louisville Industrial Foundation, 
the so-called $1,000,000 factory-getting 
enterprise of Louisville. It was founded 
_a few years ago to aid in bringing 
industries to the city. 


W. B. Everest, general traffic man- 
- ager of the Westinghouse Electric & 
Manufacturing Company, died on Dec. 
5. He had been holding the position of 
general traffic manager since 1914. 

William. C. Smith, for many years 
claim agent for the International Rail- 
way, Buffalo, N. Y., is dead. Mr. Smith 
resigned from the International Railway 
some years ago and at the time of his 
death he was associated with the Mer- 
chants’ Mutual Casualty & Liability 
Company of New York City. He was 
fifty-two years old. Mr. Smith was a 
graduate of the Buffalo Law School and 
played an active part in Masonic affairs 
in Buffalo. : 

Gen. Luke Wright of Memphis, Tenn., 
eminent lawyer, is dead following an 
illness of several weeks from paralysis. 
General Wright had served as Secre- 
tary of War, Ambassador to Japan and 
Governor-General of the Philippine Is- 
lands in his relation to the federal gov- 
ernment. Before that he had served 
as attorney general of Shelby County 
and practiced law with great success at 
the Memphis bar for a decade. General 
Wright served as counsel for the Mem- 
phis Street Railway and was a director 
of the Memphis Commercial Appeal. 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Production Advancing 


Continued advances in production, 
transportation and distribution in No- 
vember are noted in figures compiled 
by the Department of Commerce in its 
“Survey of Current Business.” The 
largest consumption of cotton since 
1917, and further high records since 
1920 in the output of pig iron, steel 
ingots, zinc, coke, locomotives, and 
upper leather, emphasize the sustained 
and basic character of industrial pro- 
duction in November. The usual sea- 
sonal decline in building contracts in 
November failed to materialize. 

The car shortage on the railroads 
was slightly relieved, but coal cars 
were still in great demand and coal 
loadings have been kept up to the maxi- 
mum; total loadings of all classes were 
very high for November. Increased 
orders were made for locomotives and 
freight cars to overcome congestion. 

Price levels continued to increase in 
November, with both the total whole- 
sale and the retail food indices the 
highest since the end of 1921. 

The final crop reports for the year 
1922 indicate a large production of the 
principal crops, especially wheat, pota- 
toes, corn and rye, and should make for 
increased prosperity in the farming 
sections. 


Seek Authority to Purchase Sixty 
More Cars 


The Pittsburgh (Pa.) Railways, 
through Receivers Fagan, George and 
Tove, has petitioned the court for 
authority to purchase sixty more cars, 
making a total of 125 new cars costing 
$1,450,000 within two years. 

The sixty new cars are expected to 
cost $660,000. They will be delivered as 
completed during the next six months. 

As the seating capacity of each car 
is fifty-nine passengers, the 125 new 
cars, those already purchased and put 
into service, with the sixty to be ordered 
now, provide 7,375 additional seats. 

The new cars, like the previous pur- 
chases, will be the standardized double- 
truck, low-floor, low-step cars, with 
automatic doors and other approved 
equipment. 


“Al” Green Returns to Galena 
Company 


Galena Signal Oil Company, Frank- 
lin, Pa., has announced the return of 
A. A. Green to the position of sales 
and engineering representative. Mr. 
Green has long been connected with 
the industry, first on the operating 
and then for a number of years on 
the supply side. After passing thir- 
teen years with the Galena organiza- 
tion, in 1917 he went over to the 


Columbia Machine Works, Brooklyn, as 
general sales manager, from which posi- 
tion he returns to the Galena company. 
He has been associated with the Brush 
Electric Company, the Memphis Elec- 
tric & Power Company and the Roches- 
ter Railways, now known as the New 
York State Railways. Mr. Green has 
made a special study of the subject of 
lubrication and has contributed articles 
on that topic to this paper. 


New Freight Equipment for 
Pacific Electric Railway 


Rapid growth of its freight business 
necessitates the Pacific Electric Rail- 
way, Los Angeles, Calif., placing orders 
for new freight equipment, represent- 
ing an approximate expenditure of 
$1,500,000. 

The present freight equipment will 
be augmented through the purchase of 
400 new dump cars, 150 flats and 200 
box cars. A new freight switching 
electric locomotive is being constructed 
in the company’s shops at Torrance, 
which will be a duplicate of the present 
1,600 class type of freight locomotive 
used on the company’s lines. A steam 
switching locomotive has just been pur- 
chased and placed in service at Los 
Angeles harbor to assist the present 
gas-electric locomotives now used by 
the company at that point in switch- 
ing at the municipal docks and on the 
municipal tracks of Los Angeles, all 
of which switching is performed by the 
Pacific Electric Railway for the city of 
Los Angeles and the steam road lines 
serving the harbor. 


United Electric Railways Installs 
Automatic Block Signaling 


The United Electric Railways, Provi-, 
dence, R. I. is installing automatic block 
signaling on its line between Providence 
and Woonsocket. The complete instal- 
lation involves a total of thirty-two 
protected blocks using signals of the 
Union color light type, Style “N” with 
all units provided for three color indi- 
cations. Ten “DW” Automatic Flag- 
men (3 aspect) with Crossing Bells, all 
operating on alternating current, are 
being installed at various highway 
crossings in this territory and are in- 
corporated as a part of the signal 
system. 

The entire installation is supplied 
with energy by means of 2,300-volt 25- 
cycle, single-phase transmission which 
‘will be served from a transmission lo- 
cated approximately in the center of 
the signaled territory. The Union 
Switch & Signal Company has the con- 
tract for the complete erection of this 
signal system. 
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Westinghouse to Decide on 
Huge California Plant 


Whether a _ $1,000,000 assembling 
plant for the Westinghouse Electric & 
Manufacturing Company shall be built 
in Los Angeles or at a point on the San 
Francisco Bay will be decided, says 
information from the East, -by officers 
of the company at New York. H. D. 
Shute and H. P. Davis, vice-presidents 
of the electric manufacturing company, 
are just returning to the East after a 
visit to the Pacific Coast, where they 
have been investigating their interests, 
having visited Los Angeles and San 
Francisco, where were presented to 
them the claims of both cities as to 
advantages as the Western distributing 
point for the company. The Westing- 
house company has already established 
in Los Angeles its general Western 
offices and headquarters and has just 
completed the erection of large build- 
ings in San Pedro Street to serve those 
purposes. 


Large Track Projects Completed 

The New York State Railways, Roch- 
ester, N. Y., during its second year of 
operation under the service-at-cost plan 
completed the following track projects: 


1. Construction of track in Clinton Avenue 
north, Norton Street to Ridge Road; 4.300 
ft. of track. 

2. Reconstruction of track 
Avenue south, Court Street 
Avenue; 625 ft. of track. 

3. Reconstruction of track in Central 
Avenue; 1,050 ft. of track. 

4. Reeonstruction of track in Main 
Street east, Winton Road to Culver Road; 
9,940 ft. of track. 

5. Replacement of light tee rail on Char- 
lotte line with heavy tee rail; 4,500 ft. 

6. Replacement of wood-block paving 
along rails in Genesee Street; 10,200 ft. of 
track, 

7. Installing cross-over in Central Park, 
near North Goodman Street. 


in Clinton 
to Monroe 


Increase in Power Resources 


An increase of 30 per cent in the 
total power resources of the Indiana 
Service Corporation, Fort Wayne, Ind., 
is reported with the placing in full com- 
mission at the power house in Fort 
Wayne of the new 6,000-kw. steam tur- 
bine, which has been under construction 
for several months. The addition of 
this equipment gives the plant a total 
of 20,000 kw. capacity. Installation of 
a 12,500-kw. turbine, at a cost of 
$500,000, during the coming year is 
also being considered by the traction 
company officials. 


Metal, Coal and Material Prices 
Metals—New York Dee. 19, 1922 
Copper, electrolytic, cents perlb......... 146.25 


Copper wire base, centsperlb........... 16.50 
Lead, cents per Ib............ 7 25 
Zine, cents per Ib... .... Ju apedis hiteras .30 
Tin, Straits, cents per Ib........ 38.125 
Bituminous Coal. f.o.£. Mines 
Smokeless mine run, f.o.b. vessel, Hamp- 
__ ton Roads, gross tons. = oe mre Mae sha WE AD 
Somerset mine run, Boston, net tons...... 4.125 
Pittsburgh mine run, Pittsburgh, net tons 2.625 
Franklin, Ill.,screenings,Chicago, nettons 2.70 
Central, Ill., sereenings, Chicago, net tons 2.00 
Kansas screenings, Kansas City, net tons 2.50 
Materrals 
Rubber-covered wire, N. Y., No 14 
“TORE. cointa ate eae ea 
Weatherproof wire base,N.Y.,cents perlb. 16.50 


iRsEECUSUESERCUEECUOAUOSUAUES000UR100 005005000 00UUSEEEs 0000000 G0AUSURELEUUUERECUSSEEEUEOUTENEESTEEOUU CHINN) 


Rolling Stock 


Maumee Valley Railway, Toledo, 
Ohio, has ordered seven one-man cars 
from the Cincinnati Car Company. 

Interborough Rapid Transit Com- 
pany, New York, N. Y., plans to con- 
vert 465 cars with new conveniences 
and comforts. The new cars will have 
vestibules and sliding doors with glass 
panels. 

West Penn Railways, Pittsburgh, Pa., 
has placed an order for 161 Economy 
watt-hour meters with car inspection 
dials for use on its coke region and 
other divisions. This 
earlier purchases totaling seventy-four 
Economy meters. 


Boston (Mass.) Elevated Railway 
has placed an order for thirty motor 
equipments and control with the Gen- 
eral Electric Company. These equip- 
ments will be General Electric 264A 
motors and K-71 control. They are 
intended for use on some of the cars 
the railway is now having built at the 
plant of the Laconia Car Works. 


Los Angeles (Calif.) Railway has 
ordered twenty-five more cars of the 
two-car train type. The bodies and 
trucks are being purchased from the 
St. Louis Car Company and the elec- 
trical and air brake equipment will be 
installed at the South Park shops. The 
cars cost in excess of $15,000 each. 
Delivery of the cars is. scheduled to 
start next May. This order will give 
the Los Angeles Railway 100 cars 
which will be suitable for two-car train 
operation. 


Track and Roadway 


Salt Lake, Garfield & Western Rail- 
way, Salt Lake City, Utah, has extended 
its lines to Garfield, Utah. 

Hydro-Electrie Commission, Windsor, 
Ont., has been authorized by the City 
Council to proceed with the construc- 
tion of a single track on Sandwich 
Street east. Work is already under 
way. 

Little Rock Railway & Electric Com- 
pany, Little Rock, Ark. is spending 
$70,000 on new rails and construction 
work on Main Street. Standard rail is 
being used. The city is repaving from 
Markham to Ninth Streets and the com- 
pany will later pave between its tracks. 

Savannah Electric & Power Com- 
pany, Savannah, Ga., during the first 
nine months of this year completed 
23,131 yards of paving between its 
tracks and 2 ft. outside on West Broad, 
Bay, Habersham, Abercorn and Gurn- 
nett Streets on account of the paving 
or repaving of those thoroughfares. 

New York, N. Y.—Work has started 
on the contracts to alter the Bridge 


‘ Plaza rapid transit station, Long Island 


City, to permit dual operation of the 
Astoria and Corona extensions in 
Queens Borough by the Brooklyn 
(N. Y.) Rapid Transit trains as well 
as the Interborough trains. The Board 


order follows- 


of Estimate approved the necessary 
appropriation of $107,000 at its meet- 
ing on Noy. 10. The contracts have 
been executed by the Transit Commis- 
sion—one with the New York Munic- 
ipal Railway Corporation for the lay- 
ing of extra tracks to permit the oper- 
ation of shuttle trains, and the other 
with the Jobson-Gifford Corporation 
for the construction of the steel work 
to support the new tracks. 


Trade Notes 


Standard Crane & Hoist Company, 
Philadelphia, Pa., has been taken over 
by the American Engineering Company. 

The Texas Company, New York, 
N. Y., has been awarded a renewal of 
its contract for all rolling stock lubri- 
cants with the Brooklyn Rapid Transit 
Company and the New York Consol- 
idated Railroad for the year 1923. 


The National Railway Car Cleaning 
Company, Jersey City, N. J., has been 
incorporated at Trenton with $25,000 
capital to engage in ear cleaning. The 
papers of incorporation were filed by 
Butler & Butler. 


Westinghouse Electric & Manufac- 
turing Company, East Pittsburgh, Pa., 
has leased a six-story building to be 
erected on a lot 100 ft. x 150 ft. at 
Jones Avenue and Marietta Street, At- 
lanta, Ga., at a cost of $360,000. The 
building, which is to be known as the 
Westinghouse Electric Building, will be 
constructed according to the company’s 
specifications and will be used as an 
office, warehouse and service station. 
Construction work was started Dec. 1 
and will probably be completed by next 
May. 
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New Advertising Literature 


Irving Iron Works Company, Long 
Island City, N. Y., has issued Catalog 
3A82 which describes the generous 
lighting afforded in dark places where 
Irving Subway is used overhead. 


The Linde Air Products Company, 
New York, N. Y., started in August of 
this year the publication of a monthly 
entitled Oxy-Acetylene Tips. It was 
announced that the purpose of ‘tthe 
booklet was to convey to members of 
the organization “information which 
may be used to promote a larger ap- 
plication of the process by existing 
users, and encourage its employment by 
present non-users.” 


Ingersoll-Rand Company, New York, 
N. Y., and A. S. Cameron Steam Pump 
Works announce the opening of a 
branch office at 718 Ellicott Square 
Building, Buffalo, N. Y. This new office 
is equipped to render full service to 
those interested in air, gas and am- 
monia compressors, vacuum pumps, 
turbo blowers and compressors, conden- 
sers, oil and gas engines, pneumatic 
tools, rock drills, centrifugal and direct- 
acting pumps and other of the numer- 
ous products manufactured by these 
companies, 
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~ Good Merchandising as Important 
as Economical Operation 


GOOD MERCHANT, when congestion of pur- 

chasers at the counter becomes noticeable, puts on 
another clerk, and another and another, as needed to 
handle sales as rapidly as they come. That same mer- 
chandising principle applies to the street railway busi- 
ness. If the sale of transportation were properly handled, 
more cars would be put on a line just as rapidly as the 
' space in them was bought. In other words, the best 
merchandising would be always to have room for all 
passengers who presented themselves. 

To do this, without running into car miles operated 
at a loss, requires comprehensive knowledge of the gen- 
eral riding characteristics of a line, coupled with some 
means of promptly sensing the detail fluctuations in the 
passenger traffic that take place from day to day. These 
two aspects of the scheduling of cars are what have 
been worked out with fine success (as measured by in- 
creased net revenue) in Brooklyn, as related in the lead- 
ing article this week. A traffic check now and then 
gives the general characteristics of each Brooklyn sur- 
face line. The daily graphs showing early this morning 
the results of yesterday’s operation give the information 
from which to direct more or fewer seats per hour, in 
order to have on hand when and where wanted all the 
rides that will be bought, but not any wasteful surplus. 

Many railway managements make quite a point of 
avoiding any unnecessary car mileage, but overlook the 
importance of the other aspect of always having enough 
service. The latter is about equally. important with the 
former in making profits. These managements are 
good at saving but poor at merchandising. They are 
good economizers but poor spenders—poor “gamblers”’ 
on expenditures to increase riding. The experience of 
Brooklyn has furnished a striking example of how more 
service will bring more patronage. A blanket increase 
of 1 per cent or more in number of car miles called for 
on a timetable for a line has promptly resulted in such 
an improvement in riding that it was but a compara- 
tively short time until another increase in service 
seemed warranted from a loading standpoint and 
desirable from a merchandising standpoint. For example, 
on the Graham Avenue line, a 2.8 per cent increase 
in car mileage in August, 1922, as compared to July, 
1922, resulted in 1.7 per cent increase in revenue; 1.2 
per cent additional increase in service in September 
over August resulted in 1.6 per cent increase in rev- 
enue; 2.1 per cent service increase in October over 
September brought 2.1 per cent increase in revenue. In 
another case a 9.2 per cent service increase brought 11 
per cent revenue increase; and the following month 
4.8 per cent additional increase produced 8 per cent 
more revenue. Compared with the corresponding 
- month of the previous year this was a 138.7 per cent 
_ increase in service and a 19 per cent increase in revenue. 
These two examples are cited because the increased 


revenue was traceable directly to the better service, 
there being no other contributing causes. 

This cycle has happened repeatedly in Brooklyn in the 
last three years and has resulted in several cases in in- 
creasing the earnings of a line in the three-year period 
by 40 or 50 per cent, when it was thought that all the 
business available was being handled before. Other 
companies have experienced the same thing. The in- 
stallation of safety cars on more frequent headway 
than was operated with larger cars has furnished this 
same experience in many cities all over the United 
States. Up to certain limits, the patronage in the 
street railway business does respond to more service. 
And often these limits are much higher than was 
thought before the service increases were made. Of 
course, this is the way to improve the net earnings. 
The more passengers at a small profit per passenger, 
the better the net. 

On the other hand, the value of putting the cars where 
the traffic is, spacing them properly, and avoiding waste 
mileage is demonstrated by the Brooklyn experience in 
1921, when, as compared to the year 1920, the car mile- 
age that was operated was 10 per cent less, but between 
7 and 8 per cent more passengers were carried without 
overcrowding. 


What Is Arithmetic 
Between Friends? 


HOULD estimates be made of the deficit which will 

result from the establishment of a 5-cent fare on the 
Seattle Municipal Railway, and if the loss appears to be 
considerable, should this fact deter the City Council | 
from ordering such a fare? The Post-Intelligencer of 
that city evidently thinks that in these matters mathe- 
matics are a pretty poor substitute for politics. In an 
editorial in its issue of Dec. 4 it says, in part: 


Council proceedings in recent weeks do not give en- 
couragement for the future regarding this 5-cent fare ques- 
tion, which every one but the honorable legislators thought 
settled at the last election. When it was finally agreed by 
competent authority that all legal impediments to reducing 
the rate had been cleared away there seemed no further bar 
to progress. 

Then up bobs one scheme and another, each based on 
reams of solemn arithmetic concerning the probable finan- 
cial return of a 5-cent fare plus ordinary transfers or a 
nicke! fare plus transfers at 2 cents or a nickel straight 
and tokens in quantity at a reduced rate plus the transfer 
privilege. oaee ; 

The finance and public utilities committees of the Council 
meet next Thursday morning at 10. It would be a fine move 
if representatives of the people who wish Seattle to grow 
and prosper, and its working people given relief from 
extortion, should gather at the meeting and tell the law- 
makers what they think of the Fitzgerald ordinance and 
the obstructive tactics delaying its adoption. 


It must be a satisfaction to the taxpayers of Seattle to 
realize that some members at least of the Council are 
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thinking of arithmetic. It is one thing for a City Council 
to order a low fare on a privately owned property, whose 
stockholders are few and possibly non-residents in con- 
siderable part. It is another matter when the resulting 
deficit has to be paid by the city as a whole.. It is no 
wonder that one Councilman demanded more time to 
study his estimates of what would happen if the 5-cent 
fare was adopted and for another to present figures 
showing “the dire results of reduction in varying 
amounts.” 

The recent incident at Seattle illustrates one of the 
great dangers of municipal ownership and operation of 
business enterprises. Whatever may be said by the 
politicians before the undertaking is begun about the 
profits which will result from municipal direction, it is 
pretty safe to say that after the enterprise is under way 
there will be continuous demands for unprofitable ex- 
tensions and lower fares, and it will take a brave mayor 
and council to resist these demands. 

The newspaper whose opinion has just been quoted 
follows the practice of printing at the head of its edi- 
torial page each day a text suggested by a different local 
clergyman. The text to guide the readers of the paper 
on the day in which this editorial appeared will be con- 
sidered by some to be very appropriate. It was: “Be 
not deceived: evil communications corrupt good. man- 
ners.” And if the famous apostle who wrote these words 
were living in the present day the chances are that he 
would have added that very often they corrupt politics 
as well. ; 


The Index Furnishes the Key 
for Much Valuable Information 

N HIS presidential address at the convention of the 

Union Internationale de Tramways at Brussels last 
October, M. de Burlet pointed out that the electric 
railway industry has no trade secrets like most of the 
manufacturing industries. Each discoverer of a better 
way of accomplishing a certain result is glad to give 
the information which he has to all other companies 
because there is no commercial rivalry for business be- 
tween them. 

This is as true in America as in Europe and it is 
largely for this reason and for the conditions which 
grow out of it that the Electric Railway Journal has 
always made a feature of its volume index. The editors 
realize that many of the problems which come up as 


new on some railway properties actually have been suc-. 


cessfully solved in the past by others and that the 
method followed has been described in previous issues 
of this paper. Hence they have made an effort to 
make each volume index as complete as possible and to 
include it with the last number of each half year, so 
that every subscriber will be sure to have his copy of 
the index as soon as the volume is completed. This 
makes binding more easy, and a larger number of the 
subscribers of this paper are finding it is worth while 
to bind their copies each half year. 

The index for this volume contains between 3,000 and 
4,000 entries or cross references, and a continuous 
policy of treatment is assured by the fact that the 
same indexer has done the work for a number of years. 
A feature is the list of key words by which the entries 
to any topic sought can easily be found. The index as 
printed represents to the publishers probably a higher 
cost per page than any article which has appeared in 
the paper, but if it accomplishes its purpose this 
expense is considered well worth while. 
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New Norfolk & Western Locomotives 
Add Notably to Road’s Electric Equipment 


N JUSTICE to the Norfolk & Western Railway elec- 

trification, as much publicity should be given to the 
ways in which mechanical defects in the early locomo- 
tives were overcome as was given to the existence of 
those defects. The mechanical parts of the original 
locomotives were built along steam locomotive lines, 
utilizing the best information available at the time. 
However, there was lacking previous experience with 
electric locomotives in such extremely severe service. 
The result was a straining of the underframes with 
consequent bearing and other troubles, and in due course 
the frames went to the scrap heap, where they have 


served as a constantly unpleasant reminder of now hap-. 
pily bygone days. -Stouter frames replaced the weaker — 


enes, with excellent mechanical results but with an un- 
pleasant effect on maintenance figures while this was 
taking place. A point that is sometimes overlooked, 
however, is that the dozen machines kept an enormous 
tonnage moving right through war time and were re- 
built without detriment to the service. The troubles 
which were encountered were not due to the electrical 
system used, but to the unprecedented severity of the 
traffic. 


Four new locomotives have recently been ordered and — 


will soon be under construction. They embody all of 
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the mechanical lessons taught by experience with the © 


first machines, and also the results of experience with 
recent enormous steam locomotives used in similar 
service. The side frames will be heavy vanadium 
steel castings, with steel cross members of correspond- 
ing strength. Each half unit will have a rigid wheel- 
base as long as the curvature of the track will permit; 
in other words, the articulated joint will be used only 
between units. The twin-motor drive has also been 
abandoned in favor of the single-motor drive, with two 
jackshafts per unit. 

A number of interesting electrical changes also have 
been made in the new design, the most notable being 
the use of a synchronous rather than an induction phase 
converter. This puts into the system what was lacking 


before, a piece of apparatus which permits correction } 


of the motor power factor. 
form another improvement. 

The new machines have a one-hour rating of 4,000 hp., 
an enormous concentration of motive power. This is, to 
be sure, less than that of the experimental single-phase- 
three-phase locomotive built for the Pennsylvania Rail- 
road six years ago, shown at the Atlantic City convention 
of the steam railroad associations in 1917 and heralded 
as the most powerful locomotive ever built. The N. & W. 
machines will, however, be the most powerful in regular 
service. The two types of locomotives are comparable in 
several particulars. The Pennsylvania machine, for ex- 
ample, has a synchronous converter, like the N. & W. It 
has twin-motor drive through a jackshaft to three driv- 
ing axles, whereas the new N. & W. machines have single- 
motor drive to two driving axles. The rigid wheelbase 
includes these three axles as compared with four drivers 
on the N. & W. machines. And there are two articulated 
trucks to the Pennsylvania locomotive, a plan also 
abandoned on the newer N. & W. locomotive as com- 
pared with the earlier one. An illustrated account of 
the Pennsylvania locomotive appeared in the issue of 
this paper for June 9, 1917, page 1048. References to 
articles on the earlier N. & W. locomotives will be found 
in one on the new machines appearing in this issue. 
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Fitting Service to Traffic in Brooklyn 


_ How the Data Developed by the Transportation Department of the Brooklyn Surface Lines Are Used to 
Follow the Trend of Service Requirements and Adjust Schedules Accordingly so That Losses May Be 
Avoided, but, More Important, so That as Much Service as Will Be Purchased Is Always Available 


By A. L. HopGEs 


Assistant Treasurer and Assistant Secretary Brooklyn (N. Y.) City Railroad 


servation of its expenditure must be based on a 

close study of service requirements and the cost of 
producing them. This study must be a continuous 
one, for in every cosmopolitan city there is an ever- 
‘changing riding habit. This is particularly noticeable 
in Brooklyn, where the population at the present time 
is increasing at a very rapid rate as indicated by the 
new building operations carried on during the calendar 
-year 1922, which, it is said, will considerably exceed 
$200,000,000. This figure, it is claimed, far exceeds 

that for any other community. 

In order to keep pace with these ever-changing con- 
ditions the transportation department must keep its 

_ hand on the pulse of the car rider, so to speak. It must 
gather, compile and analyze its own information as to 
operating costs and service required. To do this effec- 
tively the transportation officials must avail themselves 
of “up-to-the-minute” information in advance of the 
formal figures furnished by the accounting department. 
They must not be forced to wait for figures furnished 
by other departments, which, as a rule, are fifteen to 
thirty days behind the actual operation. 

One of the essential phases of electric railway oper- 
ation is to furnish the proper transportation facilities 
at the time and place required by the car rider; not 
only fitting the schedules to the habits of these riders 
but also providing sufficient service to attract addi- 
tional business. No one ever tells the transportation 
department how many people are going to ride on any 
given line, or the time they intend to use the service. 
So it is up to the railway to outguess the car riders 
and always to have ample service to attract the busi- 
ness, not drive it away with overcrowding. 

This is not so different from any other industry or 
business which sells direct to the consumer. The 
merchant must display his merchandise in sufficient 
quantities to meet the demand, and when his stock 
runs low he must replenish it promptly or lose trade 
and profit. With the railway companies, it is about 
the same. They must plan not only the transportation 
they expect to sell each day, but the service must be 
such as to anticipate the growth of traffic so that new 
riders may be provided for and new friends made. 

Further than this, it must be borne in mind that 
if the operating schedule is not fitted to the service 
requirements it develops high operating cost with its 
resultant waste. 

The operation of the Brooklyn surface lines during 
the past three years has demonstrated to us more than 
ever what a tremendously important thing the keeping 
of schedules adjusted to the ever-changing traffic re- 
quirement is. To show what the application of these 

principles will accomplish, one needs but glance at the 
reports of the Brooklyn surface companies for the fiscal 
year ended June 30, 1922. Here it is seen that a large 
deficit for the previous year was turned into a substan- 


Ng NHE successful building up of revenue and the con- 


tial surplus by June 30, this year. In fact, the direc- 
tors of the Brooklyn City Railroad on Nov. 8, 1922, 
declared a division of surplus earnings among its stock- 
holders amounting to 20 cents per share, par value $10. 
At the same time the directors suspended the collection 
of a second fare on the Flatbush Avenue line, thus 
sharing the company’s prosperity with the car riders 
by relieving them of this additional charge. 

The ability to turn a deficit into a profit is 
attributable in very large part directly to the close 
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attention given to the development of efficient service 
on each line, thereby avoiding waste and attracting 
business to the cars. 

The platform cost, which is a fairly constant part of 
the total operating cost, is used in determining the 
proper ratio between operating costs and gross revenue 
for the purposes of the transportation department. 

If this operating ratio drops below a predetermined 
point it may mean that insufficient service is being 
operated and in that case a revision of the schedule 
is immediately effected, relieving any excessive loading 
of cars. By a like token, if the operating ratio barom- 
eter rises above a predetermined point the service is 
promptly indicated to be more than the line requires, 
due perhaps to changes in industrial conditions or sea- 
sonal changes. A closer study of the line may reveal 
that a complete readjustment of the schedule can be 
made to advantage. Thus, the value of a scheme that 
immediately calls attention to over or under service is 
readily seen, the corresponding change in service re- 
quirements being then promptly made before any loss 
accumulates. 

The method by which the management keeps its hand 
on the operating costs of each of the sixty-eight routes 
comprising the Brooklyn surface lines is predicated on 
graphically analyzing the conductors’ daily revenue 
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turn-ins with respect to the expense of platfrom time 
and making frequent cross-section checks of the traffic 
actually handled over each route so as to know where 
the maximum load point is on each line, as well as the 
manner or degree in which the traffic builds up or tapers 
off from this maximum loading point. A check of this 
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kind gives the riding characteristics of the line, by 
direction, and this having been determined the next 
step is to rebuild the schedules and fit the car service 
so that the point on the line at which the maximum 
number of seats are operated will correspond to the 
maximum load point, and so that the service furnished 
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will taper off from this point in the. 
same ratio as the passengers carried. 

This idea of a graphical analysis of 
schedules, riding, costs, ete., is not 
entirely new, but the application to a 
Gore Ses 2 ey large city system had apparently not 
been tried previous to its introduction 
here by C. E. Morgan, vice-president 
and general manager. Since 1920 Mr. 
Morgan has been in direct charge of all 
the surface lines in Brooklyn, now 
being operated as a unified system 
through arrangements between the 
Brooklyn City management and Re- 
ceiver Lindley M. Garrison of the 
Brooklyn Rapid Transit Company. The 
Brooklyn Rapid Transit surface lines 


tion with the Brooklyn City Railroad 
are the Nassau Electric Railroad, the 
Brooklyn, Queens County & Suburban 
Railroad and the Coney Island and 
Brooklyn Railroad, and these compa- 
nies, together with the Brooklyn City 
Railroad, comprise 525 miles of track. 
During the fiscal year ended June 30, 
1922, these companies operated 46,- 
pi) Fed 433,818 car-miles, 5,702,141 car-hours 
and carried 431,700,214 revenue pas- 
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service on a basis that will make a profit, a complete sur- 
vey of operation is continuously carried on. The object 
of this undertaking is to ascertain where the patrons are 
located, their riding habits and the distance they travel. 
This learned, the next step is to adjust the service to 
their needs. In doing this some novel methods have been 
developed and are now being regularly used in addition 
to those that are in more or less general application 
throughout the country. Under the general scheme of 
_handling conductors’ remittances at the carhouse, a rec- 
ord is kept by lines (Fig. 1), showing the amount of each 
conductor’s turn-in. Inasmuch as the ticket fares under 
the scheme of fare collection used are counted as cash, 
the cash turn-in takes into consideration all of the reve- 
nue from passengers carried on the line. This record 
‘sheet had been developed to give a summary of the day 
cards for the convenience of the accounting department 
in checking off the contents of the different bags when 
taken out of the carhouse safes the following morning. 


How OPERATING DATA ARE RECORDED 


The next step is to get the information not only to 
the transportation department but to the management 
by 9 o’clock in the morning of the following day. This 
is being done by having each of the several depot mas- 
ters telephone this information during the early morn- 
ing hours to the office of the superintendent of trans- 
portation, where the night clerk tabulates it on a special 
form (Fig. 2.). The depot master, when reporting his 


route receipts, also reports the corresponding timetable 


or platform cost for each line, which takes into con- 
sideration extra service, overtime on account of delays, 
etc. It is but a simple matter then for this clerk to foot 
up the columns, first by depots, then as a whole, add the 
corresponding depot figures and totals from the dupli- 
cate records of a year ago and deliver this tabulation 
to the operating officials and the management. This 
tabulation then gives the operating officials access to 
the two most essential figures with which they are con- 
cerned—receipts and platform costs. Actual checking 
with the final figures for passenger revenue furnished 
by the accounting department has indicated that these 
preliminary figures are within 1 per cent of being 
correct, which is sufficiently accurate for the purzoses. 

Upon receipt of these forms showing the individual 
route receipts and platform costs for the previous day 
in the general manager’s office, they are transferred to 
individual monthly graphic route charts, sample of 
which is illustrated on page 1001. It takes but a few 
minutes for a clerk to transfer the figures to these 
route charts, so that shortly after the opening of the 
office there is available an actual picture record of the 
performance for the previous day, together with the 
platform cost of producing it. At the end of each 
fifteen-day period the percentage of timetable cost to 
the passenger receipts is calculated for the period and 
is likewise shown on the route charts. 

As shown on the chart reproduced, this percentage 
is 23, which indicates the ratio of platform cost to gross 
receipts for the period and enables the management at 
a glance to determine whether the line is going ahead 
or falling back. If the latter is the case the manage- 
ment can then focus its attention on lines needing an 
adjustment of service. In this case it will-be noticed the 
ratio of 23 per cent obtained during the entire month. 

Of course there are certain conditions which are re- 
flected in the charts each day, such as interruptions to 
headway, etc., which shows the necessity for closer ap- 


plication by the supervisory forces. Any irregularities 
with respect to fare collection are also readily discern- 
ible, indicating when a concentration of the special 
service force on any route is desirable. 

Coincident with the plotting of the platform expense, 
these costs are scrutinized in comparison with the 
schedule allowances, to determine their correctness. 
Thus a check can be made of the operation of any 
unauthorized service or the failure of any division to 
operate the schedule as provided. 

A recapitulation of a schedule is shown in the form 
reproduced as Fig. 5. This shows the number of cars, 
number of trips, platform cost, number of runs, and 
headway—all of these figures being compared with pre- 
ceding schedule 
showing increases or 
decreases in service 
proposed. The run- 
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whether the traffic 
over any line is changing and the degree of such change. 
With personal knowledge and observation of conditions 
surrounding each line, it is then possible to prepare a 
fairly accurate prospectus for future guidance. 

Should the study of these graphic charts indicate that 
the schedule does not fill the requirements of efficient 
or economical operation, a study of traffic conditions 
on that particular line is undertaken by making an 
actual check out on the line. A squad of experienced 
passenger traffic checkers is maintained for this pur- 
pose. These men work under the supervision of the 
timetable department. While they are available for 
special checks, they ordinarily operate on a fixed sched- 
ule so that an observation check of each line is fur- 
nished the transportation department every eighth day. 
This check will develop any sudden change in the riding 
habits along a certain route and is also one of the 
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factors in determining the necessity for a closer check 
and a schedule revision. 

When any one of these preliminary reports, graphic 
charts or service checks develops a condition requiring 
adjustment of schedule the next step is a cross-section 
check, so to speak, of the line. The schedule running 
time of the line under observation is divided into ap- 
proximately five-minute periods from the initial point 
to the destination, and a traffic checker, trained in this 
work, is stationed on the street at each of these points 
to note the actual number of passengers on the cars 
passing in each direction. These data are entered on the 
form shown in Fig. 3. For this purpose the regular 
passenger traffic checkers are used. They work in 
shifts covering the entiré day’s operation. 

These checks serve as a basis for the determination 
of whether or not the schedules fit the traffic over the 
line. All the information collected by each checker is 
first tabulated by fifteen-minute periods on a special 
passenger record form shown in Fig. 4. This form in 


addition to the total number of passengers on the car 
indicates the number of seats furnished, the number of 
cars called for by the schedule, the actual number of 
cars operated on the line as well as calculated figures 
showing the average number of passengers per car at 
the checking point. The different items are then totaled 
for the checking period to determine the maximum 
loading point on the line as well as the falling off in 
number of passengers to be handled at the various other 
checking points. These figures are subsequently tabu- 
lated by checking points to determine the relationship 
that exists between each of these points and the maxi- 
mum loading point. This relationship is plotted on a 
curve to indicate how the-traffic builds up to the 100 
per cent load point. -Corresponding to this traffic curve, 
the number of trips furnished by the timetable in effect 
when the check was made is shown on the same graphic 
chart. This trip curve shows the points between which 
short-line service has been established, the number of 
trips furnished between cut-back points in percentage 
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MANNER OF GRAPHING Cross-SECTION CHECK OF A LINE TOGETHER WITH OTHER DATA FOR PURPOSES OF STUDYING THE 


FITTING OF SERVICE TO TRAFFIC. 


THE CHECK PICTURED HERE SHOWED LOADING THAT NEEDED CORRECTION 
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of the maximum service on the line, and the amount of 
service between such short line points. The next step 
is graphically to survey and analyze the operation of 
the schedule for each hour of the day, divided into 
fifteen-minute periods, at the maximum point. 


How THE TRAFFIC CHECK IS GRAPHED 


Thus the actual number of cars passing this point 

in the direction of heaviest riding for the entire period 

_of the check is plotted as indicated by Curve 1 in the 

_ large charts. on this and the opposite page. This curve 

shows whether or not the operating department is mov- 
ing the cars as scheduled at this point. 

Above this curve is plotted the actual number of cars 
on the entire line at each hour of the day; that is, the 
‘number called for by the schedule in effect at the time 
the check is made. This is plotted in thirty-minute 
periods and is shown as Curve 2. 

Following this the actual number of passengers car- 

_ ried in each direction past the maximum point is shown 


Cross Section Check 


graphically by fifteen-minute periods, and this is com- 
pared with the adequacy of the schedule in terms of 
seats furnished. The results of these studies are shown 
in Curves 3 and 4, respectively, for one direction, and 
similar information is shown in Curves 5 and 6, respec- 
tively, for the opposite direction. 

There igs also shown on these charts a graphic study 
of the average number of seats per passenger furnished 
past the various checking points during the period of 
the check. 

After the preparation of the chart, the data are then 
ready for the attention of the management. Careful 
consideration is given to how the service furnished fits 
the particular needs of the line in question. Such a 
study may show the need of an entirely new schedule 
so as to place more service at this or that point to take 
care of short riders, or it may indicate that closer 
observation and application by the supervisory force are 
necessary. 

The two charts that are reproduced herewith are both 


2 5 ’ 
So oS oe > ~~ 
3]. 5 # he 5 = ie < 2 is Checking Points Indicated by-o 
é a a ae: 2 Time Points —-------=—- 7 ° 
eee Be ge ES = 2 
il 2 See ee a Se 0 5 x 
5 OR a am (le oa 68 CUS S 5 
106 a 5 co = o- oo irae = ne Es a 
abs 7 [" [as Graham Avenue 
a Schedule B 538 Dec 4, 1922 
iad 7 C.S. Check made Dec. /2,/922 
Le we % No. of cars Site 
er a Eae No of trips 956 
Ps is Service 24 hrs 
5 59 LEGEND 
€ East No. trips (Showing slot, 
Ss ay (ome liecal, eal 1 Ro Wost- Line toading AS 
2 50 956 =i ail 
100% 
80. ¢ 
20h israel : ; 
10 Z 662 4 Average No. Seats 
1 + 
1% 1596 i per Np Mee ss 
0 | 3 i BE o5 
‘ eastie y S 
ae i Bess 2 
= 480 {— Geen S 
400 ! ! 
3 [7\ 13111 | 14 
600 5 320 
re Westbound 
S560 © 240 i 
v 
§ 480 © 160 
m 5 | 
ww 0 - 
eee LTH h2 | hI! 12 
320 0 
3 " Eastboun 
& 240 ] 
= 
5 160 
wn 
80 64 LEGEND 
0 Gi————5ents 
a furnished E.B. 
BAS Geseosn Passengers 
5 EB. 
ze 4 2002 Seats 
3 furnished WB. 
§ 32 | 3 —-— Passengers 
5 baal me ay chal 
S — ched. cars 
Be . 2 | entire line 
= 16 ] Sched cars 
g 15 | mA | passing a point 
a 


eR eens Aa Oe Or Me By I99 10 
MN 


10 12 


MN 


(LA ram SA oe OOF | aeons OLS 


N PM. 


2 


GRAPH OF CROSS-SECTION CHECK MADE TO DETERMINE WHAT HAD BEEN ACCOMPLISHED BY NEW SCHEDULE PUT IN AS 
RESULT oF Stupy oF GRAPH ON OPPOSITE PAGE 
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for the same line, the one on page 1004 showing that 
considerable alteration of schedules was necessary to fit 
properly the service to the traffic requirements. The 
second chart was drawn from data obtained by a check 
made to show the results accomplished after intro- 
duction of a new schedule. Analysis of this chart 
(page 1005) shows considerable improvement in plac- 
ing the service to meet more nearly the traffic demands. 
The chart shows the results obtaining after a week’s 
operation of the new schedule and indicates that the 
new schedule has not altogether met requirements and 
that further adjustment of the service is necessary. 

Our schedule department compiles on an average of 
300 timetables a year and it usually requires about 
fifteen days from the time the cross-section check is 
made to place a new schedule in effect. In cases of 
extreme emergency, however, a new schedule can be 
arranged on a-temporary basis in a few hours by 
“natching” the existing timetable. 

Graphic studies are always made of new schedules 
before they are placed in operation. This really means 
laying out the schedule in picture form for the entire 
period of operation, in most cases twenty-four hours. 
A sample of such a graphic timetable was reproduced in 
Electric Railway Journal for Sept. 24, 1921, page 499, 
in connection with an earlier article on some phases of 
our traffic studies. This chart shows the movement of 
each car from the time it pulls out of the depot until it 
pulls in. Any non-productive time allowances are read- 
ily noticeable as well as any errors in the scheduling 
and one is enabled quickly to see whether or not the 
proper headways or spacing of the cars has been pro- 
vided. 

In this connection it is well to state that in Brooklyn 
these graphic analyses have developed the fact that 
much short line service could be operated without in- 
convenience to the through rider and the graphic prepa- 
ration of the schedules has enabled the management to 
fit in the short line service so as to space the cars 
properly between all points. It has also insured the 
schedule going to the operating force in the proper 
form. 

By means of the graphic timetable it is also possible 
to lay out for even spacing the headways of two or more 
routes that come together over a trunk line reaching 
the center of the city and eliminate unnecessary bunch- 
ing of cars in the congested districts as well as on the 
individual lines. It has been said of the Borough of 
Brooklyn that it is “the bedroom of Manhattan.” <A 
glance at the rush-hour riding as pictured in the charts 
—in the morning toward New York and in the evening 
in the opposite direction—shows the basis for this 
statement. 


TYPE OF EQUIPMENT Must BE CONSIDERED 


Of course in figuring these schedules the type of car 
used must of necessity be given considerable attention. 
Like many other cities, Brooklyn has its share of cars of 
various types. Some are standard single-truck safety 
cars, some are double-truck one-man, others are one-man, 
two-man, double-truck, some with cross seats and others 
with longitudinal seats, and besides these classes there 
is the center-entrance type of car, with center-entrance 
trailers. For rush-hour scheduling, car capacity, ir- 
respective of type, is figured on the basis of one standee 
for each 14 sq.ft. of floor space in the aisles, except on 
the longitudinal-seat cars, where 9 in. of knee room is 
deducted for the seated passengers. A seat width of 
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17 in. per passenger is the basis used in calculating the 
seating capacity of cars with longitudinal seats. 

In addition to the daily graphic records of receipts 
and platform cost, a monthly tabulation is maintained 
showing by routes the total monthly receipts, platform 
cost, passengers carried, mileage operated and receipts 
per car-mile. Comparisons are also carried in separate 
columns with the month of the previous year. These 
figures are not those furnished by the accounting de- 
partment, but are predicated on the monthly totals of 
the figures worked up each day by the transportation 
department. By this means the transportation depart- 
ment and the management can have available within a 
very few days after the close of the month nearly ac- 


curate statistics showing what the transportation de-~ 


partment has actually accomplished in the way of 
handling traffic, with the cost thereof. This gives a 
monthly check on the conditions surrounding the opera- 
tion of each line over a period of several years and any 
fluctuation in earnings or the cost of securing such 
earnings is readily discernible. 

‘When the figures are received from the accounting 
department, showing the actual receipts and total oper- 
ating costs for each line, the cost figure is proportioned 
among the various lines, on a mileage basis, taking into 
consideration the various types of units run, whether 
single-truck, one-man, two-man, double-truck cars or 
double-truck, one-man cars, etc. This gives a revised 
unit figure for use in estimating expenses in advance 
of actual figures. Naturally the ratio of expenses be- 
tween these types of cars varies on different properties 
and each management must prepare its own ratios as 
to the car-mile cost of each unit used. 

This unit cost or yard stick having been determaned 
for each type of equipment in use on the individual line, 
then the actual operating expenses for each line may be 
ascertained by multiplying the mileage operated by each 
type of equipment used on the line by this unit cost, 
which gives a fairly accurate allocation of the operating 
expense to the respective lines. This enables the man- 
agement readily to ascertain which of the lines operated 
are adding red or black to the balance sheet, and should 
a line not meet its operating expenses, action can be 
taken immediately to secure the desired results without 
permitting any unnecessary accumulation of loss. 

The complicated duties of the transportation depart- 


ment of any railway, large or small, makes any effort | 


to simplify this labor quite worth while. The procedure 
followed in Brooklyn and the results obtained therefrom 
have been pointed out for whatever help they may be 
to other properties in getting more effective use of 
the cars. 

The management of the Brooklyn street car systems 
is likewise guided by similar data and charts which are 


used in checking other departments of the organization, 


particularly the maintenance departments. These are 
not only of great value in connection with formulating 
the budget requirements, but also assist in securing 
more efficient operation with reduction of costs. 


According to a statement issued by the United States 


‘Department of Commerce, the Midi Railroad in France 


is making rapid progress with its electrification work. 
It was expected that the Pau-Tarbes line would be com- 
pletely electrified by Jan. 1, 1923, that the system will 
be extended to Montrejeau by March, and that during 
the summer of 1923 the Dax-Toulouse line will be 
electrified. 
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Moving a 740-Foot Steel Bridge 


This Structure, Weighing 1,000 Tons and Reaching a Maximum Height of 152 Feet, Was Moved 75 Feet 
Down Stream by the Pittsburgh Railways in Order that Continuous Service Might Be Pro- 
vided During the Construction of a New Concrete Highway and Railway Bridge 


of a building being moved around the block, 

sometimes with the home life or business going 
on as usual in transit. It is not an unusual occurrence 
for a small bridge to be shifted in position, and occa- 
sionally a story appears of the moving of large struc- 
tures. The moving of the Jack’s Run Bridge at Pitts- 
burgh proved to be a matter of considerable public in- 
terest locally as well as one of engineering importance. 

This bridge is a steel viaduct 740 ft. long-and has 
a maximum height of 152 ft. above Jack’s Run, a stream 

_at the bottom of a ravine which forms the line between 
the city of Pittsburgh and Bellevue Borough. The steel 
structure comprises fourteen spans, varying from 390 
to 96 ft. in length, of Warren type trusses 8 ft. deep 
with two lines of intermediate stringers and supported 
cn masonry pedestals and with masonry abutments at 
each end. The deck carries a two-track roadway for 
vehicular traffic with a double line of street car tracks 
and two sidewalks. 

The Jack’s Run bridge was erected in 1893 by the 
Schultz Bridge & Iron Company of Pittsburgh, for the 
Jack’s Run Bridge Company, a corporation whose stock 
at that time was owned by the same interests that con- 
trolled the Federal Street & Pleasant Valley Passenger 
Railway. This road operated from Pittsburgh into the 
boroughs of Bellevue and Avalon and later to Ben 
Avon and Emsworth and furnished the original electric 
car service to those communities. 

The bridge connected California Avenue, Pittsburgh, 
with Lincoln Avenue, Bellevue, over the ravine men- 
tioned and at the time of its construction was con- 


Me: people have gazed in wonder at the spectacle 


DURING THE MovING CAR SERVICE WAS INTERRUPTED. BUT 

.PASSENGERS WALKED ACROSS TO TRANSFER FROM 
ONE LINE TO THE OTHER 
as the Lincoln Highway, leading west from Pittsburgh, 
crosses this bridge. This,. together with the largely 
increased population of the suburban districts to the 
west, had resulted in a volume of vehicular traffic 
entirely too heavy for the capacity and strength of — 
the structure. 

It was therefore considered necessary either to make 
extensive repairs to the old bridge to strengthen it or 
entirely to replace it by a new structure. As the bridge 
is now owned by Allegheny County, the county commis- 
sioners decided to replace the bridge by a reinforced 
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OLD AND New LOCATIONS oF JACK’S RUN BRIDGE 


sidered the largest steel structure then in use for elec- 


tric railway purposes. It was also used by all classes 


b 


q 


of vehicular traffic and foot passengers. Tolls were 
collected until it was taken over by the County of 
Allegheny in 1917 and then made free to all traffic 
except electric cars. 

The principal through local highway 


] 


route, as well 


concrete arch viaduct having a width of 60 ft. To do 
this required the immediate dismantling of the old 
bridge, and the receivers of the Pittsburgh Railways 
Company were requested to cease operation of cars 
over the bridge on or before Dec. 1. They were also 
informed that it would be at least a year before traffic 
could be resumed using the new bridge. 
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The commissioners proposed to erect over the ravine 
a foot-bridge for temporary use by persons desiring 
communication between the districts at each end of 
the bridge. They also proposed that electric railway 
passengers be carried to each end of this structure and 
there transfer on foot across the ravine by the foot- 
bridge and that through car service be provided by 
use of an alternative car line passing West View Park 
over a route several miles longer. 

Investigation on the part of the receivers indicated 
that more than 4,000,000 passengers annually were 
carried on the cars passing over Jack’s Run Bridge and 
that it would be impossible to furnish at each end of 
the bridge terminal facilities properly to accommodate 
them. It would also be most unsatisfactory to ask all 
passengers to walk across a temporary foot-bridge for 
at least twelve months extending over two winter 
periods. The alternative West View route requires from 
twenty to thirty minutes longer between Pittsburgh 
and the Bellevue district and it was deemed to be 
impracticable. 

Consideration was then given to the possibility of 
moving the bridge down stream a sufficient distance 
to permit the construction of the new bridge without 
interference. Estimates secured from contractors as 
to the cost of certain reinforcements to the old bridge 
and for moving it laterally to a temporary location 
indicated the feasibility of this plan and at a not 
unreasonable cost. : 

A contract was made by the receivers of the Pitts- 
burgh Railways Company with the county commissioners 
whereby the former undertook the work and assumed 
the cost, toward which the commissioners paid an 


THIs View LOOKING TOWARD THE PITTSBURGH SIDE WAs TAKEN 
oN Nov. 21 anpD SHOWS THE HIGHEST TOWER, NEW 
TIMBER ABUTMENTS, PEDESTALS, RUNWAYS, ETC. 


THIs View LOOKING TOWARD THE BELLEVUE SIDE WAS TAKEN AT 
Noon ON Noy. 25 AFTER THE BRIDGE HaD BEEN MovED ABOUT 
35 Fr. THE OLD ABUTMENTS AND CERTAIN RUNWAYS 
AND JACK SETTINGS ARE CLEARLY SEEN 


amount estimated to be about the cost of the temporary 
foot-bridge originally proposed by them. 

It was decided to move the bridge 75 ft. down stream 
to a parallel location and then to dismantle it after 
the completion of the new arched viaduct. The engi- 
neers decided to construct concrete pier supports for 
the temporary position and timber crib abutments at 
each end with double timber bents as supports for 
the ends of end trusses. The timber cribs were of 
No. 2 crossties, laced together, well doweled and filled 
with slag and stone. 

The work of placing the runways and foundations 
was commenced on Oct. 25. During this work various 
reinforcements were placed in the floor system, and 
tower members and new tracks and overhead lines were 
constructed from the original tracks on California’ 
Avenue and on Lincoln Avenue at each end, over the 
new approaches to the timber abutments. 

Crossovers were placed on the main tracks on the 
streets at each end of the bridge, whereby cars would 
transfer passengers during the moving of the structure. 
Platforms were erected in such position that foot pas- 
sengers could continuously traverse the bridge side- 
walks during the progress of the bridge to its new 
location. 

Steel beams were clamped to the capstones at the 
base of, each pair of columns and rested on 4-in. steel 
rollers. Under these were steel runways in pairs— 
one on each side of the column bases. It was decided 
that the use of jacks would insure a more uniform 
movement of each part of the bridge than could be 
secured by the use of cables and hoisting engines, and 
accordingly single screwjacks were placed at the back 
of each pair of columns. 

Street traffic was discontinued and actual moving 
was begun at 7:30 a.m. on Nov. 25 and completed at 
10 p.m. the same day. Special attention was given to 
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moving all parts of the bridge laterally at. a uniform 
rate. The operators of the jacks each gave five turns 
to their jacks on whistle signals from a hoisting engine. 
The engineers had sights fixed on the floor over each 
pair of towers and line stakes at the bases of the 
columns by means of which constant observations were 
taken and any variations were distinguishable and 
corrected. 

The runways proved so level and accurately set and 
blocked that not all the jacks were necessary and at 


times twelve men were moving the entire structure, 


comprising a weight of more than 1,000 tons. 
On completion of the movement at 10 p.m., the 
column bases were locked up onthe pedestals, and 


electric car traffic was resumed on the morning of 


Nov 26. Inspection of the trusses and their supports 
on the columns showed that the movement had been so 
uniform as not to crack the paint nor disturb the 
dust on the steel work at truss ends at any points. 
The Bell Telephone Company had several hundred 


_ pair of wires in five cables carried in steel conduits 
_ underneath the bridge floor and connecting at each end 


_ to terra-cotta conduits. 


These cables were cut into at 
each end and sufficient loop cable added to cover the dis- 
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tance the bridge was to be moved. As the movement of 
the bridge progressed the extra loop cable straightened 
out and uninterrupted service was maintained. 

The new bridge will have a total length of 770 ft. 
and a width of 60 ft., including a 38-ft. roadway. 
There will be one 320-ft. two-ribbed arch span over 
the ravine with six 20-ft. spans at each end, a 120-ft. 
abutment at the Pittsburgh end and a 60-ft. abutment 
at the railway end. The construction will be reinforced 
concrete arches. 

The work of moving the steel bridge was planned 
and carried out under the direction of W. C. Boyd, 
chief engineer for the receivers of the Pittsburgh Rail- 
ways, and J. C. Godfrey, of R. W. Hunt & Com- 
pany, and J. K. Martin of Bellevue as consulting 
engineers and V. R. Covell, county engineer. The con- 
tractors were F. Wilsman, Sr., on the masonry and 
John Hichleay, Jr., Company of Pittsburgh on the 
moving of the structure. 

The County of Allegheny will contract for the new 
bridge, proposals for which will be advertised within 
a few weeks. The plans are being prepared and the 
construction will be supervised by N. S. Sprague, con- 
sulting engineer, Pittsburgh, Pa. 


New York Railways Tries Turnstile Car 


New One-Man Pay-as-You-Leave Turnstile Car Placed in Service by New York Railways Designed 
to Load and Unload Passengers at Both Ends—Has Provision for 
Limiting Number of Passengers at One Time 


NEW type of one-man pay-as-you-leave turnstile 
A: has been developed by the engineers of the 

New York Railways and was placed in service 
on its Lexington Avenue line Dec. 18. The car used 
is one of the company’s standard closed cars, 42 ft. long, 
7 ft. 43 in. wide and having a seating capacity of 
thirty-eight inside the car body. The car, before its 
last remodeling, was a converted pay-as-you-enter car. 
The platforms are 6 ft. 64 in. long and originally had 
double folding doors. In the remodeling the length of 
the platform was not changed, but the door openings, 
steps and method of operation were changed to meet the 
new conditions. 

The noteworthy feature of the equipment which is 
now being tried is in the use of a turnstile at either 
end of the car, so arranged that it can slide from one 
opening to the other on the same platform to provide 
for double-end operation. Through the use of the pay- 


as-you-leave turnstile, similar in design to those used 


in the New York subway, both ends of the car are used 


. for loading and unloading passengers and for collecting 


fares. These turnstiles are of a double-acting type, 
which permit entrance to the car without obstruction, 
but which require the placing of a 5-cent piece in the 
slot of the coin box in order to unlock the turnstile for 
exit. The turnstiles have four arms, which are wooden 
at the top with screened pipe barriers underneath. 


FEATURES OF NEW EQUIPMENT INSTALLED 


An accompanying drawing shows the platform layout 
and location of the equipment used. As originally de- 
signed these cars had sliding doors at the bulkhead. 
These consist of two doors sliding into pockets on either 
side, with the opening in the center. These doors have 
ie left as originally used, but only one-half is used 
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SLIDING Doors AND FOLDING STEPS PROVIDE FOR 
ENTRANCE AND EXIT 
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at a time, the other half closing up to a_ screened 
railing, which directs the passengers through the turn- 
stile as desired. The position of the turnstile at each 
end is at the side of the door opening being used and 
the passengers after passing through the turnstile enter 
the car or leave, as the case may be, through the 
bulkhead doors at the opposite side of the car. When 
the direction of operation is changed and it is desired 
to use the doors at the other side of the platform the 
turnstile is unlocked from its position by the raising 
of a lever and it can then be pushed to the other side, 
its movement being guided by two depressed tracks. 
It is locked in position as desired. The screen which 
extends from the center of the bulkhead door opening 
to the inside end of the turnstile arm rotates about 
a stanchion on the center line of the car at the bulk- 
head. This railing and screen are changed to the re- 
quired position by lifting the stanchion at the end of 
the turnstile and replacing it in another socket. 

The folding doors which were originally on the car 
have been replaced by sliding doors and the openings 
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are closed off to give space for the entrance and exit 
of but one passenger at a time. The opening door 
slides on the inside toward the bulkhead. When oper- 
ated by one man the door and step at the operator’s 
right are hand operated, the rear door on the same 
side being electro-pneumatically operated. The door 
which has the door engine operation is provided with 
a safety shoe for reversing the door in case it should 
strike an obstruction. Its operation is controlled 
through a push button at the right of the operator. The 
door engines used are of a standard type made by the 
National Pneumatic Company and are installed on the 
platform floor next to the bulkhead. In order that 
the operator can see conditions at the rear of the car, 
a mirror is located on the right-hand front side, and 
he views the steps of the rear door through this mirror. 
Another mirror is located immediately in front of him 
and just above his head so that he can watch conditions. 
inside the car without turning around. 

The coin box, which releases the turnstile for exit 
of passengers, is located on the center line of the car 
just to the right of the motorman and railings extend 
from the front edge of this fare box to the door open- 
ings on either side of the platform. These serve to 
guide the passengers and also to prevent interference 
with the operator. 
a high-speed change-making machine is used, which is 
installed at the operator’s left hand. The fare box is 
locked, but the operator can gain access to the money 
for change by unlocking the fare box and removing the 
coins as desired. 

The fare boxes are provided with coin detectors 
which magnify the coins through a lens, after they 
have been deposited, so that they can be viewed and 
seen distinctly through half the length of the car. This 
is a safety measure intended to prevent the use of 
slugs to operate the turnstile. 


WHEN THE CAPACITY OF THE CaR HAS BEEN REACHED A “CAR FULL” SIGN Is ILLUMINATED ON THE DASH. 
SHows How PATRONS WERE ADVISED OF THE NEW PAYMENT SYSTEM IN AN INESCAPABLE MANNER 


THE PICTURE 


In order to assist in making change: 


ee 
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A FREE PassaGE Is ASSURED FOR THE EXIT OF PASSENGERS 


Whenever a transfer is tendered for fare, the oper- 
ator pushes either a hand button or foot button which 
rings a gong and registers the transfer on a transfer 
register installed inside the car body over the bulkhead 
opening. The pushing of the transfer button also oper- 
ates a transfer relay and this relay remains in its 
raised position until the turnstile has been operated 
to allow the passenger to leave the car. It then drops 
and is in position so that the operator can record 
another transfer if desired. 

Another interesting feature of this equipment lies 
in the provision made for limiting the total number of 
passengers on the car at one time. This is accom- 
plished through a totalizing mechanism which is oper- 
ated through the two turnstiles. The arms of this 
totalizing equipment move in one direction for each 
entering passenger and in the opposite direction as pas- 
sengers jeave, so that the combined number of passen- 
gers on the car at a given time is shown by the 
totalizer. When the capacity of the car has been 
reached a “Car Full” sign on each dasher is illuminated 
and the turnstiles are locked so that no more passen- 
gers can enter the car. Furthermore, the electro- 
pneumatic door-operating equipment is so designed that 
the motorman cannot open the door to receive additional 
passengers and thus to overload the car. The deposit- 
ing of a fare in the fare box or the ringing up of a 
transfer, however, releases the turnstile and provides for 
opening the door. 

An emergency cord runs throughout the length of the 
car and has drops on each platform to provide for 
cutting off power and the emergency application of the 
brakes by passengers in case this is necessary. This 
equipment is the same as has been used on the pay- 
as-you-enter cars in New York for several years. 
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For the convenience of the operator in announcing 
stops and so that his voice may readily reach the rear 
platform, a speaking tube is provided so that he can 
talk into this and the sound will be readily heard at 
the rear. 

Rather extended precautions have been taken to 
advise the traveling public as to the operation of this 
car and the method of entrance and exit. The exterior 
of the car is decorated with several large signs to ex- 
plain that both ends can be used for entrance and that 
the fare is paid on leaving. Inside the car at the cen- 
ter is a sign which reads: “Passengers Are Requested 
to Deposit Fare in Slot When Leaving Car. Change 
Can Be Obtained from Motorman. Present Transfers 
to Motorman.” At either end of the car, just inside 
the bulkhead, is a sign which reads: “Exit and 
Entrance at Both Ends of Car.” 

Officials of the railway have found that a consider- 
able portion of the present car-operating schedule time 
is consumed in the loading and unloading of passen- 
gers, and it is expected that through the use of both 
ends of the car for both entrance and exit the time 
at stops can be materially reduced. The provision also 
for limiting the maximum number of passengers on the 
car at one time should provide for efficient and com- 
fortable traveling. ; 


Lubrication Requirements for Railway 
Gears and Pinions 


N A RECENT summary of the lubrication require- 

ments of electric railway gears and pinions the Texas 
Company* gives the prime requisites of such a lubri- 
cant as: 

1. It should not harden nor contain any residual 
matter that is of a non-lubricating character. 

2. It should possess marked adhesive properties in 
order not to drip or flow excessively under abnormal 
temperature rise nor be thrown off by the action of 
centrifugal force, or rubbed off under operation. 

3. It should be of sufficient body to withstand the 
excessively high pressure at the point of contact of the 
teeth, and thereby prevent actual metal to metal fric- 
tion occurring, whatever the season of the year. 

4. It should be entirely free from acids or alkalis 
which would have a tendency to cause a certain amount 
of pitting on the highly polished metallic surfaces. 

5. It should not be abnormally affected by heat or 
reacted upon by water, acid or alkali. 

6. It should not tend to hold in suspension dirt and 
particles of worn metal, to produce an abrasive effect. 
- Other factors that should be considered in making 
this selection of the lubricant are: Ease of applica- 
tion; the amount required for the initial lubrication 
and for subsequent applications and the length of time 
it will efficiently lubricate without. renewal. 

A lubricant that will meet all of the foregoing re- 
quirements will without a doubt increase the life of 
gearing to a considerable extent and reduce the labor 
charges and other costs incidental to the maintenance 
of this type of equipment. 

It is very important to have the viscosity of the lubri- 
cant approximately the same throughout the year. To 
meet this requirement with widely differing tempera- 
tures it may be necessary to use special grades of 
lubricants in accordance with the season and the tem- 
perature of operation. 


*An extended article on this subject is published in the Novem- 
ber issue of Lubrication. 
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4,000-Hp. Electric Locomotives for N. & W. 


Four Double-Unit Locomotives Are Under Construction for the Norfolk & Western Railway’s 
Elkhorn Grade and Electrified Extension — They Will Supplement 
Twelve Lighter Machines Commissioned in 1915 


28, 1922, page 732, directed attention to an order 
placed by the Norfolk & Western Railway with 
the Westinghouse Electric & Manufacturing Company 
and the American Locomotive Company for four double- 
unit electric locomotives to supplement the present 
equipment of twelve placed in service in 1915. ‘The 
designs were prepared by the firm of Gibbs & Hill, con- 
sulting engineers, in collaboration with the engineers of 
the railway company. These machines will have a total 
weight of approximately 400 tons, the weight on drivers 
being about 71,000 Ib. per axle. They will have about 
30 per cent more capacity than the earlier locomotives; 
that is, 3,300 hp. continuous rating, or 4,000 hp. for one 
hour. They will be operable at 14 m.p.h. and 28 m.p.h., 
with a continuous tractive effort at the lower speed of 
90,000 lb. With full line voltage and frequency, normal 
transformer connections and eight-pole motor connec- 
tions, the one-hour rating will be 108,000 lb., the starting 
tractive effort for five minutes 168,000 lb. and the mo- 
mentary starting tractive effort with the four-pole motor 
connection with 85 to 95 per cent trolley voltage 
110,000 lb. 


\ BRIEF note in the issue of this paper for Oct. 


HANDLE FREIGHT TRAFFIC SATISFACTORILY 


The twelve present Norfolk & Western electrics, in 
their nearly eight years of service, have shown their 
ability to handle satisfactorily an enormous freight traf- 
fic averaging 75,000 tons-in twenty-four hours, which 
would have required thirty or more Mallet steam loco- 
motives. The earlier machines and the other details of 
the electrification were covered at length in articles in 
this paper for March 20, 1915, page 581; June 5, 1915, 
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page 1058; April 1, 1916, page 644; and Aug. 24, 1918, 
page 322.* 

The new locomotives are for supplementary service to 
provide for the additional locomotive mileage which will 
be operated when the extension of the electric zone to 
Wilcoe and Farm and beyond to the westward are 
opened up. — 

Each complete locomotive will contain four 1,000-hp. 
motors of the three-phase induction type with wound 
rotors placed directly above a jackshaft to which they 
will be geared at a ratio of 21 to 100. The earlier ma- 
chines, it will be remembered, had twin motors, geared 
to the same jackshaft. The driving wheels, of which 
there will be eight per half unit, will be 62 in. in diameter. 

Each unit is of the Mikado 2-8-2 wheel arrangement, 
with 164-ft. rigid wheelbase. Sufficient side swing is 
provided in the guiding trucks to permit operation 
around 20-deg. curves. 

Power will be taken from the line at 25 cycles and 
11,000 volts, through a pantograph and oil circuit 
breakers, to the main transformer, where it will be 
stepped down to a voltage suitable for the main motors. 

A phase converter of the synchronous type will be 
used to transform the single-phase power from the line 
to two-phase power. The synchronous type, which was 
used on the large freight. locomotive built for experi- 
mental purposes for the Pennsylvania Railroad, is used 
rather than the induction type, as on the present Nor- 
folk & Western locomotives, in order to give better 
control of power factor. 

As in the present locomotives, the three-phase main 


*See also the issues for June 5, 1915, page 1057; Feb. 12, 1916, 
page 311; March 16, 1919, page 522; and June 12, 1920, page 1202. 
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THE NEw N. & W. LocoMoTIVES WILL CoMPpRISE Four Morors, EacH DRIVING Two AXLES THROUGH A JACKSHAFT 


motors will be connected to the main transformer and 
phase converter by the two-phase-three-phase system 
of connection. 


A liquid rheostat connected to the rotors of the 


main motors will provide for accelerating the locomo- 
tive to 14 and 28 m.p.h. 


EACH SIDE FRAME A MASSIVE STEEL CASTING 


~The mechanical. parts are of considerable interest, 
having been designed in detail by the engineers of the 
railway to meet the exacting service conditions of the 


celebrated Elkhorn grade, which are unsurpassed in this . 


country, if not in the world. 

The construction of the new locomotives is fundamen- 
tally the same as the present ones, the system of drive 
being that of motors geared to jackshafts and connected 
to driving wheels by side rods. In the new locomotives, 
however, the four main driving axles form one rigid 
wheelbase, with continuous side frames from end to end 
of unit. The cab structure is carried on and rigidly con- 
nected to the side frames and cross-tie castings. This 
differs from the present locomotive, each unit of which 
has a cab structure supported on a number of springs 
and sliding bearings, carried on two main trucks, each 
having two main driving axles and one guiding truck 
axle, the two main trucks being connected by a Mallet 
hinge. : 

The new Bre cement follows closely that of the Mi- 
kado type of steam locomotive, and also has a similar 
type of spring equalization. 

Side frames are to be vanadium steel castings con- 
nected by cross-tie castings which also serve to support 


the heavier parts of the electrical apparatus in the cab. 

An interesting feature of the mechanical parts is the 
method employed for supporting the jackshafts. For 
ease in removal of jackshafts, which carry a gear at each 
end, these are carried on heavy bronze bearings, which 
are split vertically and rest in heavy steel castings 
known as “jackshaft cellars.” These cellars are set in 
pedestal ways in the side frames and are inserted from 
below, in similar fashion to a journal box in its pedestal 
ways, except that the jackshaft cellar and the pedestals 
are very accurately fitted and the cellar is built with 
extensions at the bottom which act as a tie bar, being 
bolted to the side frames. This makes the cellar practi- 
cally an integral part of the side frame, and at the same 
time provides a ready means of removal of the jackshaft. 
It is the same arrangement that has proved very satis- 
factory on the present locomotives. 

The spring suspension system is the same as that in 
successful use on steam Mikado steam locomotives, the 
front guiding truck being side equalized with the two 
adjacent drivers and the rear truck cross equalized with 
the other two drivers, thus forming a _ three-point 
suspension. 

The 1,000-hp. motors will, as suggested above, be 
arranged either for a four-pole connection, correspond- 
ing to a speed of 14 m.p.h., or an eight-pole connection, 
corresponding to a speed of 28 m.p.h. Each motor will 
have forced ventilation supplied through air ducts from 
individual motor-driven blower sets. 

The motors are mounted on the locomotive framing in 
an interesting manner. The stator frame is cast with 


horizontal brackets running the full width of the motor. 
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These rest on heavy steel cross-tie castings connected to 
the main side frames. The weight of the stator is thus 
carried on horizontal planed surfaces which can readily 
be trued up in relation to the centers of ‘jackshaft, rotor 
shaft and driving axles. The rotor is carried independ- 
ently of the stator on bearings which rest in separate 
housings mounted on and secured to the main side 
frames, the proper relation of the stator and the rotor 
being maintained by accurate fitting of the bearing 
surfaces. 

The collectors of the rotor motor will be mounted on 
the motor shaft outside the pinions, one three-ring 
collector at each end of the shaft. The leads from the 
collector to the rotor winding will be carried through 
the hollow motor shaft, well insulated and protected 
from abrasion. Means will be provided for removing 
the collectors without disturbing the leads in the shaft. 
This construction differs from the earlier machines, 
but it was used in the Pennsylvania locomotive already 
referred to. 

The pinions will be made from individually forged 
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converter will be separately excited, the exciter being 
the same machine which serves asa starting motor for 
the converter. _ 

This auxiliary machine will be a single-phase series- 
type commutator motor, mounted on the phase-con- 
verter shaft to bring the phase-converter rotor up to 
synchronous speed, after which this commutator ma- 
chine will be reconnected as a direct-current exciter, 
separately excited from the motor-generator set to 
excite the rotor windings of the phase converter. The 
rotor, of course, will have two slip rings for supplying 
a starting current to the rotor windings. 


OIL-COOLED TRANSFORMERS ADOPTED TO SECURE 
EXCELLENCE_OF INSULATION 


The transformer for each half unit will be of the 
shell type, oil insulated, forced cooled, built for mount- 
This differs from 
the earlier machines, which had air-blast transformers. 
The extra weight was considered offset in the new units 
in view of the better insulation. An air-blast type 
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steel blanks with twenty-eight machine-cut spur teeth, 
12 diametrical pitch, 20 in. total face per jackshaft. 
The rims of the flexible gears will be made from indi- 
vidually forged steel blanks with 100 machine-cut spur 
teeth. These will be mounted on cast-steel centers with 
flexible elements interposed between the rims and the 
centers. The center will carry a wristpin and the neces- 
sary amount of counterbalance weight. The pinions 
and gear rims will be heat-treated. 


CONVERTER STARTING Motor WILL’ ALSO 
Do DUTY AS EXCITER 


The phase converter will be a rotating machine with 
a two-phase wound stator and a wound rotor. One 
stator phase will be fed from the transformer and 
a proportional voltage will be generated in the other 
stator phase approximately 90 deg. electrically dis- 
placed from the transformer voltage. One terminal of 
this generating phase will be connected to a mid-point 
of the transformer and the other end to the one phase 
of the main rotor circuit. The other two motor leads 
will be connected to loads at the two ends of the main 
transformer secondary, resulting in a Scott connection 
to give three-phase power to the main motors. 

This phase converter will be of the synchronous type, 
as already stated, which permits the transformation 
of power at high power factor. This means that the 


transformer preventive coil will be provided to com- 
pensate for 15 per cent drop in voltage during 
acceleration and to minimize voltage unbalance during 
acceleration and regeneration. This will be of the same 
general construction as the main transformer. 

A centrifugal pump will be used to circulate fhe 
transformer oil through an external radiator, and a 
blower will force air through the radiator in sufficient 
quantity to enable the transformer to perform its speci- 
fied service. The pump and blower will be driven by 
a common motor, which will be forced ventilated by air 
taken from the blower. 

A steel-plate electrode will be provided in the liquid 
rheostat for each phase of each motor. The electrodes 
will be rigidly supported through porcelain insulators 
and separated at the lower end by slate barriers. Steel 
ground plates will be interposed between the electrodes 
above the slate barriers, and in effect will form a sepa- 
rate compartment for each electrode. The electrodes for 
one motor will be removable as a unit. The electrolyte 
will be circulated by a2 motor-driven centrifugal pump, 
the motor being of the ball-bearing squirrel-cage induc- 
tion type, arranged to start polyphase and run single- 
phase. In the cab the pump will supply electrolyte from 
a common storage tank, insuring that all electrodes of 
that cab are immersed in electrolyte of the same tem- 
perature and density. 
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A cooling tower for the electrolyte will be provided, 
consisting of a series of trays over which the electrolyte 
will flow in a thin sheet, while cooling air is circulated 
over the surface. The height of electrolyte around the 
electrodes will be controlled by a motor-operated over- 
flow valve. 

“The control will involve the use of two types of 
switches, one with its individual piston and cylinder 
for each switch, the other in which several switches 


_are operated collectively through cams mounted on a 


common shaft. 
Each master controller will be provided with a speed 


lever, an accelerating lever and a reverse lever, with 


the usual mechanical interlocking to prevent false 
operation. The accelerating lever will be used to raise 


and lower the overflow valves in the liquid rheostat and 


thus control the speed and tractive effort. 


Unit-type electrically controlled and pneumatically’ 


cperated switches will be used for transformer-sec- 
ondary switches, phase-converter switches and motor- 
overload and reversing switches, while the switch group 
for pole changeovers and motor-secondary short-circuit- 
ing switches will be of the cam type, electrically con- 
trolled and pneumatically operated. 

An auxiliary controller will be provided with levers 
to control the phase converter and to set the transformer 
switches for running or regenerating. It will also in- 
clude means for raising and lowering the pantographs; 


_ and for controlling the operation of the liquid rheostat. 


How OPERATING RELIABILITY WILL BE SAFEGUARDED 


Protective features furnished will include a time- 
element overload relay, arranged to trip the oil circuit 
breaker in case of sustained short circuit on the loco- 
motive. Overload relays connected in two of the phases 
of each motor will be arranged to open the main motor 
switches on overload. Maximum-level relays, operated 
by electrolytic interlocks, to limit the height of liquid 
in the rheostat tanks to the proper points will prevent 
the motor secondary from short-circuiting switches 
from closing except when the liquid is at the maximum 
level. Contact on a drum mechanically connected to 
the overflow valve will prevent the motor line switches 
from closing on either the 14-m.p.h. or the 28-m.p.h. 
connection unless the overflow valves are at the desired 
height. A no-voltage line relay will be provided to open 
up circuits necessary for protection of the apparatus 
and interruption of power to the locomotive. The pole- 
changeover cam-type switches will be interlocked with 
the main motor switches so that the circuits will be 
always made or broken by the main motor switches. 


Swedish Electrification Deferred 


In its “Trade and Economic Review” for 1921, just 
published, the United States Department of Commerce 
analyzes the condition of the Swedish railways, stating 
that the financial depression was too serious to permit 
the completing of the electrification of the main line 
from Goteborg to Stockholm, the expense of which 
would have meant a deficit. The electrification of the 
Kiruna-Svarton line, however, is being carried on, its 
completion being expected during the present year. As 
a whole the State Railways were prosperous in 1921, 
a profit of more than $6,000,000 having been made, as 
compared with somewhat over $1,620,000 the year be- 
fore. The private railways ran at a loss. 


HGLECGCTELG RAILWAY JOURNAL 


1015 


Lettie tothe Polite 


Noiselessness in Special Trackwork 
WILLIAM WHARTON JR., & Co., INC. 
NEW YORK, N. Y., Dec. 26, 1922. 


To the Editors: 

In the issue of the Electric Railway Journal for Dec. 
16, pages 944 and 945, appears an article describing two 
Balkwill track crossings furnished by this company to 
the Cleveland Railway. In the article the following 
statement is made: “The Balkwill crossing, of which 
noiselessness is but one feature des 

From the way in which this statement is worded it 
might be inferred that the noiseless feature can be 
secured only in the Balkwill crossing. The fact is, of 
course, that the flange-bearing throughout the crossing 
which constitutes the noiseless feature can be incorpo- 
rated in practically any type of crossing, whether solid 
manganese steel or other steel, or T-rail built-up-type 
with filler or girder-rail crossing. The noiseless feature 
was incorporated in crossings and other special parts of 
layouts made by this company for a number of years, 
particularly in work made for the Kansas City Railways. 

GEORGE R. LYMAN. 


[| NoteE—The sentence quoted by Mr. Lyman was 
inserted to point out that, while the Balkwill crossing, 
with the flange-bearing feature, was selected for the 
particular locations in Cleveland mentioned on account 
of their noiselessness, after all the unique feature of 
this type of crossing is its articulation. It was not 
intended to imply that the flange-bearing feature was 
unique, as flange-bearing special trackwork is well 
established in general practice.—EDITORS. | 


Thinks Fault Lies Rather with High Supertaxes 
NEw YoRK, Dec. 27, 1922. 
To the Editors: 

I note with interest the editorial in your issue of 
Dec. 23 with the caption “Discontinuance of Tax- 
Exempt Issues a Benefit to All.” The views expressed 
in your editorial support the recent resolution of the 
American Electric Railway Association and coincide 
with those reported as the views of the present Federal 
administration, but there are always two sides to every 
question, and with all respect to your own attitude and 
to the prominence of those who hold the same views, 
it seems to me such views are based on a superficial 
consideration of the subject. 

We have always had tax-exempt issues and until a 
comparatively recent date they have never come in for 
much adverse criticism. They have always commanded 
a market at a materially lower rate of interest than 
competing non-exempt securities, yet there has always 
been a sufficient demand for the latter to furnish indus- 
try as much capital as it needed. There is no substan- 
tial, if any, difference between the tax-exempt securities 
of today which came in for so much criticism and those 
of former days which were free from such criticism, 
and therefore it seems to me to be jumping at a 
conclusion to lay the blame for the existing condition 
on the tax-exempt securities and to claim that they are 
put out on basically wrong principles. Rather let us 
inquire what has happened in other directions to give 
rise to the difficulties which now exist and see if we 
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are not shooting at the wrong target in condemning the 
tax exempts. 

To my mind the facts are fairly obvious, i.e., with 
mistaken zeal to extract an unfair, unjust and a wholly 
unreasonable income tax from men of large means, our 
legislators have enacted into law a super-tax schedule 
which puts such heavy taxes on this class of citizens 
as to be nothing short of ridiculous. The fact that 
this schedule is so manifestly unjust has had no effect 
on Congress because the number of very wealthy men 
is comparatively small. They cannot, therefore, de- 
posit many votes, and owing to the fact that all of us 
are more or less jealous of those who are better off 
than we are these same wealthy citizens get very little 
sympathy from any one else. If press reports are to 
be credited, the income taxes received by the United 
States from this very wealthy class are diminishing 
from year to year, a condition doubtless brought about 
because our wealthy men are rapidly learning how to 
deal with the situation so as to comply with the law 
and escape being robbed. Of course one means to do 
this is to invest in tax-exempt securities, and the 
American Electric Railway Association has pointed out 
that this tendency has reached such proportions as to 
withdraw large amounts of capital otherwise available 
for industry and to bury it in comparatively dead 
projects; that is to say, dead in so far as they con- 
tribute to the progressive, constructive up-building of 
our industries. It would seem to me clear that the 
natural cure for this condition is not to do away with 
tax-exempt securities, which serve a very useful pur- 


invest their money in tax-exempt securities. 


pose, but to correct the obviously unwise and unjust 
schedule of super taxes, which, as is reported, are yield- 
ing the government a steadily decreasing revenue, and 
by so doing remove the cause of the trouble instead 
of trying to stop the effect. 

It has been frequently claimed that the great mass 
of the people are suffering by having to pay taxes to 
take the place of those which ought to be collected 
from the wealthy class were they not permitted to 
But I 
have never yet seen attention called to the fact that 
if tax exempts were prohibited every bond hereafter 
issued by a municipality or state or the nation would 
have to pay a considerably higher rate of interest and | 
therefore that the so-called-common people would like- 
wise have to pay a correspondingly greater amount in 
taxes to cover such greater interest, and to pay it not 
only on the securities now bought by the wealthy people 
but also on the very large volume of the same securities 
which are bought by those who do not purchase them 
for the sake of saving income tax payments but on 
account of their safety as an investment. 

I do not own one dollar’s worth of tax-exempt secu- 
rities and therefore am not personally interested in 
saving myself taxes by having them retained, but I 
would like for once to see the American people coura- 
geous enough to face the facts and to apply a remedy 
where a remedy belongs, and I would like to see a full 
and free statement in the public prints, not a continued 
harping on one side and ignoring of an obvious weight 
of evidence on the other. CALVERT TOWNLEY. 
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The Pass in Tacoma* 


After Only Fifteen Weeks the Tacoma Railway & Power Company Is Selling 
11,000 Passes Weekly in a City of 100,000 Population—Riding 


Up 20 per Cent and Car-Hours 2.7 per Cent 
By C. V. ALLEN 


Publicity Manager Tacoma Railway & Power Company 


morning to the last car on Sunday 
night. 

The convenience and economy of the 
pass can be shown by the uses to which 
it is put in Tacoma. The wholesale 
dealers who have in the past paid the 
street car fares of their city salesmen 
at a cost to them of 50 cents to $2 a 


TREET RAILWAYS all over the 
United States have been in a serious 
financial predicament in the last ten 
years for well recognized reasons. The 
Tacoma Railway & Power Company, 
while more fortunate than some other 
companies in that it had a 10-cent fare, 
nevertheless was faced with serious 
financial difficulties. Heavy pressure 
was being brought to force our fares to 
5 cents, jitneys were to be started in 
competition with us, and the privately 
owned automobile was cutting into our 
earnings deeply. The street railway 
pass seems to us to be a ray of light at 
this time. While it has been in effect 
here but fifteen weeks, and we are 
really novices in the game, we think 
that it has given us the first assurance 
we have had in many years of financial 
success. 
A’ large part of the credit ‘for 
revising this pass from European 
models and making it workable in the 


*Abstract of paper read before Building 


owners and Managers’ Convention at Ta- 
coma, November, 1922. 


United States is due to Walter Jack- 
son, an independent traction engineer 
of Mount Vernon, N. Y. 

Tacoma is the sixth city in the 
United States to install the pass and is 
really the second large city to do so. 
Tacoma’s population today is about an 
even 100,000. The form of pass used 
on our lines here follows closely that 
used in other cities where it is used. 
The face of the pass carries the follow- 
ing wording: 

Pass bearer on cars of these companies 
within the one-fare limits of the city of 
Tacoma within the days shown on the face 
of this pass. Pass is to be shown car oper- 
ator or conductor and is good for only one 
passenger and shall be in passenger’s pos- 
session while on car. 

This pass is absolutely transferable. 
The holder can loan the pass to his 
wife, children, or to anyone he may de- 
sire and there is absolutely no question 
asked as to his right to use the same. 
The pass entitles the holder to ride 
upon any cars operating within the 
city limits, at any time, for any dis- 
tance, for a block or for a mile. The 
pass is good from the first car Monday 


day, now furnish them with the $1 pass, 
which is good for all riding they can 
possibly do during the entire week. 
Banks buy a number of them and the 
messengers use them as they go on 
their errands and return them to the 
office when they are through. Men and 
women working downtown who former- 
ly paid 35 to 50 cents for their lunches 
now use the pass to go home and are 
able to save the price of it in approxi- 
mately three days. This transferable 
quality of the pass has made it most 
popular. G 


TRANSFERS CUT IN HALF 


Another advantage of the pass is 
the doing away with transfers. We 
issued weekly between 110,000 and 120,- 
000 transfers. Every one of those 
transfers represents a potential row. 
Our trainmen have more arguments 
over transfers than anything else in 
connection with our business. The pass 
to date has practically cut the number 
of transfers issued in half. 

The pass is really the first oppor- 
tunity street railways have had to mer- 


your exact fare ready.” 


; car. 


December 3U, 1922 


chandise their transportation. Under 
the old fare system, a patron approach- 
ing a car was greeted with this little 
sign on the side of the entrance, “Have 
Here is a 
command. There is nothing pleasant 
about that little order. As he steps on 
the platform he glances up and sees 
the sign, “Ask for your transfer when 
you pay your fare.” If he omits to do 
so, he will either have to go back and 
plead with the conductor to give him a 


‘transfer, in violation of orders, or else 


pay another fare on the next car. As 
the passenger takes his seat, he is 
greeted with the sign on the end of the 
car, “Warning! Not more than thirty 
days and not more than $100 fine for 
the abuse of the transfer.” That little 
sign isn’t particularly encouraging or 
pleasing to the patron. He looks at his 
transfer, and on it is the statement that 
it must be used for the next connecting 
If he fails to do so, the inference 
is that he will have to pay another fare. 
It also states that the transfer must 
be made at a certain definite point. If 
he moves one block either way from 
the point of transfer, his transfer is 


_ rendered invalid. 


All of these things make riding un- 
pleasant and discourage it in every way. 
The pass absolutely eliminates all these 
annoying regulations. The passenger 
is free to get on or off without any 


_ question of any kind. 


MorE PASSES—FEWER JITNEYS 


The people of Tacoma have shown 
every evidence of liking the pass. The 
first week we sold 7,000 passes. Today, 
we are selling 11,000, which shows an 
average increase of approximately 250 
per week over each preceding week. In 


_order to do this, we have had not only 


to resell every purchaser that bought 
one the previous week, but we had to 
sell 250 additional. The fact that the 
sales have fallen off only in one week, 
and that the week of Labor Day when 
Monday was a holiday, speaks well for 
the popularity of the pass in Tacoma. 
Just prior to the installation of the 


_ pass system there were some forty- 


eight jitney buses licensed to operate 
in Tacoma. Today, the latest reports 
we have show about fifteen operating 
and the number gradually falling off 
each week. 


THEATERS Boost Now—ALSO 
THE MERCHANTS 


Just prior to the installation of the 


| pass the leading theaters in the city 


carried slides urging the public to sup- 
port the demand for 5-cent fare. The 
slides had statements something like 


_ this: 


A 5-cent fare will help business. 


a. 


‘ 


Let’s all pull together for a 5-cent fare. 
Get be- 


hind the 5-cent fare movement. 

We approached the theaters and ex- 
plained to them our plan to put in 
the pass system. The idea, of the pass 
appealed to the theaters. They ad- 
vised us that they would drop the slides 


urging the 5-cent fare and would adver- 


| 


tise our pass system. This they have 
done ever since. 


The leading retail stores in the city 


ELECTRIC RAILWAY JOURNAL 


TT ge 


have seen the beneficial effect of the 
pass in getting people to move and 
have joined with us in our advertising 
campaign. They have put on special 
Monday sales, using much space in the 
Sunday papers, and have suggested at 
the top of the “ad” the use of the pass, 
or recommended the purchase of one. 
The idea back of it is this: With an 
attractive Monday sale they could prob- 
ably draw the women downtown for 
those sales. We are interested in their 
coming down on Monday for we have 
a much better chance to sell them a 
pass if they come downtown on Monday 
for they would have the rest of the 
week to use it. The stores also would 
be benefited, because after the women 
have purchased the pass, they would 
probably go down to any other sale 
the stores might have during the rest 
of the week. 

One of the leading banks in the city 
is now planning to put out a passholder 
which is to be given away without 
charge—a small leather case bearing 
the name of the bank. 


NigHT ScHooL ATTENDANCE UP 50 PER 
CENT—ADVERTISING METHODS 


The night schools in Tacoma have 
advised us that their business has in- 
creased nearly 50 per cent since the 
pass was putin. They, too, have given 
us considerable publicity in their adver- 
tising. We are able to reciprocate in 
our advertising, and this in itself creates 
good will. 

We are using posters in the windows 
of our cars. These posters and their 
color are changed every week, and may 
be read from the street or from the 
inside of the car. On the outside is a 
short, snappy statement like this, “Save 
Gas and Shoe Leather with a $1 Weekly 
Pass.” We elaborate a little on this 
same idea on the side of the card to 
be read by the passenger in the car. 
In our opinion this form of advertising 
is the most effective we’ve done. 

We have placed billboards at the 
most important automobile and street 
car traffic arteries with the wording, 
“Just Park Your Pass in Your Pocket.” 
This has been very striking advertising 
and very effective as well. 


CHEATING ON THE PAss IS 
INCONSIDERABLE 


An interesting feature of the pass 
about which we are often asked is the 
possibility of beating the company—- 
cheating on the pass.. Youngstown 
found some buyers were splitting their 
pass with a sharp instrument—one man 
taking half of the pass and one the 
other. This difficulty was easily elim- 
inated by printing the pass on but one 
side. Another trick is that of cutting 
the pass in two pieces—the man getting 
on the car reaching in his vest pocket 
and pulling the pass out part way, the 
conductor taking it for granted that he 
has the whole pass. This is being 
eliminated by instructing our men to 
have the passholder show his complete 
pass. It is done by a card in the vesti- 
bule with the wording “The Best Way,” 
a hand being shown holding the pass to 
display it fully. You will notice there 
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is no command or order in the thing, 
merely a suggestion. 

Another trick worked is that of pass- 
ing the pass out the window where a 
considerable number of people get on 
the car—take for instance at heavy 
loading places—one man can board the 
car, go through and take a seat and 
pass the card out the window to a 
friend, who in turn boards the car. 

We feel, however, that the loss 
through these dishonest channels is 
practically negligible; and rather than 
cause any unpleasantness or arguments 
with anyone over the pass, no regula- 
tion of any kind will be made as to 
this practice. 


INDUSTRIAL CONDITIONS STILL 
BELOW PAR 


Most street railway men will prob- 
ably be interested in the financial work- 
ing out of the pass. Our report issued 
for the fourteenth consecutive week 
shows that the average rides taken by 
passholders per week is nearly twenty- 
seven. This is an average of nearly 
four car rides per day, which gives 
the holder of the pass his car rides 
at approximately 3.75 cents each. 

The pass is, of course, an equivalent 
to a lower fare, and it is expected that 
our earnings will be somewhat under 
normal. The first few weeks of the 
pass worried us—our gross earnings 
dropped to approximately 20 per cenit 
below the normal earnings of a year 
ago at this time. However, as the pass 
sales increased this drop in earnings be- 
came less and less until under this re- 
port (fourteenth week) our earnings 
have reached within 7.7 per cent of nor- 
mal. In other words, the curve of our 
earnings is gradually drawing toward 
the line of normal earnings. We antici- 
pate that with the entire elimination 
of the jitney bus, and the resumption 
of full working crews at the Milwau- 
kee and Northern Pacific shops, our 
gross earnings will reach normal and 
undoubtedly go above our normal earn- 
ings line. 

THEY Do COME BACK TO THE 
TROLLEY LINES 


I think the must interesting point 
about the pass is the increase in riding. 
We carry normally at this time of year 
about 480,000 passengers per week. 
The pass has brought up our riding 
nearly 20 per cent, the week of this 
report showing 565,413 passengers car. 
ried. This increase in riding is one of 
the most healthful features inherent in 
the pass. 

Also, it is shown by the report that 
the riding is not during peak loads. The 
total increase in car-hours to carry this 
100,000 additional people was but 2.7 
per cent. In other words, the most of 
the increased riding is during periods 
when our cars would be running empty, 
and this increase in traffic is costing 
us practically no more in additional 
service. 

Therefore, taking every phase of the 
pass, we feel more pleased with it each 
week. We think the pass is going to 
be a permanent institution and that 
it has put us around the corner. 
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Annual Meeting of American 
Engineering Council 


HE American Engineering Council 

of the Federated American Engi- 
neering Societies will hold its annual 
meeting in Washington, D. C., on Jan. 
11 and 12. The meeting will consider 
problems of national interest, including 
the report of the committee on work 
periods in continuous industries, of 
which the electric railway industry is 
one. Dean Mortimer E. Cooley, Uni- 
versity of Michigan, president of the 
federation, will preside. 

The climax of the meeting will be a 
reception to Prince Gelasio Gaetani, 
Italian Ambassador to Washington, who 
recently arrived in this country. The 
new diplomat is an engineer by pro- 
fession. 


Rousing Meeting of Tennessee 
Utility Men 


HE establishment of good public 

relations, the significance and im- 
portance of regulation by utility com- 
missions and the value to the utility 
industry of the Tenessee Public Service 
Information Bureau were the principal 
themes occupying the attention of the 
first public utility conference held in 
Tennessee, when more than, one hun- 
dred operators gathered at the State 
University in Knoxville on Dec. 14. 
The meeting was called by Percy War- 
ner, chairman of the Tennessee Public 
Service Association. 

One of the principal addresses of the 
day was by Julian H. Campbell, chair- 
man Tennessee Railroad and Public 
Utilities Commission. In speaking on 
“The Public’s Interest in the Public 
Utilities Commission” Chairman Camp- 
bell defined the duties of the commis- 
sion by telling the utility men that the 
orders of the regulating body must in- 
spire the confidence of the public and 
still provide an incentive to the utility 
so that the utility may better its con- 
ditions and cheapen its costs. 

Another address of great importance 
to the utility men was that by Lovick 
P. Miles of Memphis, general counsel 
Memphis Street Railway. He declared 
that the average street car rider or 
water, gas or electric customer seldom 
pauses to reflect on the great value of 
these services. He related the history 
of the regulation of utilities and 
emphasized the fact that the plan for a 
state tribunal with complete jurisdic- 
tion is now generally regarded as the 
best means to compel the utilities and 
the public to discharge their obligations 
to each other. 

In welcoming the utility men to the 
University of Tennessee, President 
H. A. Morgan said: “It is a fact that 
must be admitted that people are not 
fair. They do not appreciate the vari- 
ous problems you confront and we of 
the university are happy to have you 
here as a move to bring about a better 
understanding,” 

The work of the Tennessee Public 
Service Information Bureau, founded 
six months ago by the utilities of the 
State, was explained by Ross Murphy, 


the director, who reviewed the conduct 
of the bureau and expressed apprecia- 
tion of the welcome it had received 
throughout the State. 


‘Engineers Draw Up Code 
of Ethics 


JOINT committee’ representing sev- 

eral national engineering societies 
has prepared a code of ethics which 
has been adopted by the A.S.M.E. and 
will presumably be adopted shortly by 
other leading societies. The text of 
the code is as follows: 

Engineering work has become an in- 
creasingly important factor in the prog- 
ress of civilization_and in the welfare 
of the community. The engineering 
profession is held responsible for the 
planning, construction and operation of 
such work, and is entitled to the posi- 
tion and authority which will enable it 
to discharge this responsibility and to 
render effective service to humanity. 

That the dignity of their chosen pro- 
fession may be maintained, it is the 
duty of all engineers to conduct them- 
selves according to the principles of the 
following Code of Ethics: F 

1. The engineer will carry on his pro- 
fessional work in a spirit of fairness to 
employees and contractors, fidelity to 
clients and employers, loyalty to his 
country and devotion to high ideals of 
courtesy and personal honor. 

2. He will refrain from associating 
himself with, or allowing the use of his 
name by, an enterprise of questionable 
character. 

8. He will advertise only in a dignified 
manner, being careful to avoid mis- 
leading statements. 

4. He will regard as confidential any 
information obtained by him as to the 
business affairs and technical methods 
or processes of a client or employer. 

5. He will inform a client or employer 
of any business connections, interest or 
affiliations which might influence his 
judgment or impair the disinterested 
quality of his services. 

6. He will refrain from using any im- 
proper or questionable methods of 
soliciting professional work and will 
decline to pay or to accept commissions 
for securing such work. 

7. He will accept compensation, finan- 
cial or otherwise, for a particular serv- 
ice, from one source only, except with 
the full knowledge and consent of all 
interested parties. 

8. He will not use unfair means to 
win professional advancement or to in- 
jure the chances of another engineer to 
secure and hold employment. 

9. He will co-operate in upbuilding 
the engineering profession by exchang- 
ing general information and experience 
with his fellow engineers and students 
of engineering, and also by contributing 
to work of engineering societies, schools 
of applied science and the technical 
press. 

10. He will interest himself in the 
public welfare, in behalf of which he 
will be ready to apply his special knowl- 
edge, skill and training for the use and 
benefit of mankind. 


New York Association’s 
Midwinter Meeting 


HE executive committee of the New 
York Electric Railway Association 
has selected Thursday, Jan. 25, for the 
twenty-sixth midwinter meeting. This 
will be held in New York City at the 
Hotel Commodore. 
Already the acceptances to invita- 
tions to address the gathering which 


have been received by the executive’ 


committee are sufficient to insure a 
valuable and interesting program, the 
details of which will be announced in a 
few days. 


American 


Association News 


Construction and Maintenance 
of Highways 


MEETING was .held at the asso- 

ciation headquarters in New York 
on Dec. 15 of the committee of the 
American Association on construction 
and maintenance of highways for motor 
vehicles. This committee was appointed 
last summer to collect data on this 
subject because of the seeming lack of 
authoritative information. 
not sufficient time to prepare a report 
for submission at the Chicago conven- 
tion, but the committee sent out a 
questionnaire and is collecting records 
from various sources. The meeting on 
Dec. 15 was to go over the material 
received. Replies to the questionnaire 
were considered satisfactory, but those 


There was > 


t 


EE 


replies lacking in essential data will 


be followed up by correspondence and 
other sources of information on the sub- 
ject will be followed up. Those in 
attendance were W. J. Harvie (chair- 
man), Syracuse, N. Y.; C. F. Cheney, 


Des Moines, Iowa, and E. P. Roundey, — 


UWticassNe Ye 


“One-Man Cars Decrease 
Accidents” 


HE Information Bureau of the 

association has sent out some in- 
formation in “blanket” form giving a 
list of some of the electric railways 
using one-man cars, opinions and sta- 
tistics in regard to the accident record 
of these cars as compared with two- 
men cars, and some typical safety 
“ads,” usable in a one-man car cam- 
paign. 


Connecticut Company Section 
Elects Officers 


T THE ANNUAL and forty-fourth 

monthly meeting of the Connecticut 
Company section, held in Waterbury 
on Dec. 13, the following were elected 
to the positions named: President, S. 
W. Baldwin; vice-president, E. T. Chap- 
man; secretary, C. K. Savery; treasurer, 
George H. Crosson; director for three 
years, J. B. Potter. 


News of the Electric Railways 


FINANCIAL AND CORPORATE — :: 


May Offer Traffic Proposal 


Companies Hold Conferences Which 
May Lead to Operation of Subway— 
Benefit to City and Railways 


Tentative discussions which may lead 
to a proposition to the Rapid Transit 
Commission of Cincinnati, Ohio, from 
the Ohio Traction Company and the 
Cincinnati & Dayton Traction Company 
| for the use of the rapid transit subway 
have been held recently between the 
interested persons, according to state- 
ments made by directors of the Cin- 
cinnati & Dayton Traction Company. 
The proposition involves bringing pas- 
sengers from the Miami and Millcreek 
Valleys into the city by the subway. 

Nothing definite has been done and 
nothing can be done until action is 
taken by the Ohio State Supreme Court 
regarding litigation over a bondholders’ 
lien, in which decisions have been ren- 
dered by two lower courts in favor of 
the committee of bondholders of the two 
traction companies. 

Leo J. Van Lahr, chairman of the 
bondholders’ committee, said that the 
committee expects the decision of the 
Supreme Court to be handed down 
within a short time, and if the decision 
is favorable the committee will be in a 
position to make a proposition to the 
Rapid Transit Commiss-on. 

The Cincinnati & Dayton Traction 
Company would be a great feeder to 
the retail district of Cincinnati. Ac- 
quiring use of the subway, the traction 
company could bring into the city 
buyers from the Miami and Millcreek 
Valley sections up as far as Dayton 
who now do not patronize the Cincin- 
nati market because of inadequate 
transportation facilities. 

Mr. Van Lahr said that even if a 
transfer were necessary the traction 
company could do this at small cost, 
land its passengers at the junction of 
the rapid transit loop and Spring Grove 
Avenue and turn them over to shuttle 
train service to be taken into the heart 
of the shopping district. There would 
be a saving of at least ten minutes by 
this arrangement. 

Martin Ackerman, general manager 
of the Cincinnati & Dayton Traction 
Company, said that the company is not 
trying to obtain the right to operate the 
Cincinnati subway, but merely. trying 
to negotiate for authority to operate 
its cars through the underground rail- 
way from its present terminus at Spring 
Grove Avenue to the central section 
of the city. : 

Mr. Ackerman said that he had been 
in conference with the engineering de- 
partment and expected to see the Rapid 
Transit Commissioners shortly. He said 
he believed that such an arrangement 
as is contemplated will be mutually 
beneficial to the railway company and 
the city of Cincinnati. 


THEUAFESUSUUOONSEUAUOUSOEOSNSHGUCOUOINSCESUSGOUSUSUCUVOUCUUUSUOUSOUSUGUHCUOOUUO)IUNURUUBAUNUOSCUUINCUCOUIUSUOGURUAUOUEUCCIOCUNUOOUOULOGOGUCEUINNIOING 


PERSONAL MENTION 


TRAFFIC AND TRANSPORTATION 


Recently Mr. Ackerman made inquiry 
at the City Hall as to whether or not 
the subway was to be abandoned. He 
was told unofficially at the time that the 
commission was not disposed to abandon 
the proposition even temporarily, but 
that construction would continue as 
long as a dollar of the $600,000 voted 
by the people for the purpose remains. 

Mr. Ackerman also inquired as to 
whether the cars of his company would 
be permitted to operate in the loop. He 
was told that to do so would defeat 
rapid transit. Special cars will be 
operated in the loop and he was in- 
formed the passengers from the con- 
necting lines would have to transfer 
to the loop. The subway likely will be 
completed to Spring Grove Avenue 
within a year. 

The traction company operating the 
loop, he was told, would have to sup- 
ply the current as well as lay the rails 
and contract for the rolling stock. 


Utilities in Ohio Grow in 1922 


The expansion of Ohio’s utilities dur- 
ing 1922 is made the subject of an in- 
structive article in the Dec. 16 issue of 
Finance & Industry. The writer, Ben- 
jamin E. Ling, director of the Ohio 
Commission on Public Utility Informa- 
tion, illustrates in tabular form the gen- 
eral business revival in Ohio. Refer- 
ring to the securities authorized for 
issuance by the Public Utilities Com- 
mission, he shows that for refunding 
and reorganization purposes the elec- 
trie railways were authorized by the 
commission to issue in securities $25,- 
170,192 and for additions and better- 
ments $8,758,650. 


Will Consider. Further 
Deferment of Tax 


Mayor George P. Carrel of Cincin- 
nati, Ohio, has appointed A. E. Ander- 
son, vice-president of the Procter & 
Gamble Company; Vice-Mayor Freene 
Morris and Maurice J. Freiberg, Cincin- 
nati financier, members of a sub-com- 
mittee of the Citizens’ Traction Com- 
mittee to consider the advisability of 
recommending to the City Council a 
further’ deferment of the Cincinnati 
Traction Company’s franchise tax. The 
limit set by the Council last year was 
Jan. 1, 1923. Unless the Council again 
defers the payment, an increase in fares 
soon after the first of the year is 
anticipated since the receipts of the 
company are not sufficient to pay all 
operating costs and the franchise tax 
as well. Another committee was named 
to consider the status of the franchise 
of the traction company to ascertain if 
any act has been committed that would 
justify forfeiture proceedings. Both 
sub-committees were suggested in reso- 
lutions adopted by the general commit- 
tee at its meeting on Dec. 14. 


Order Annulled 


Court Over-rules Decision of Commis- 
sion Ordering Construction of Joint 
Union Passenger Terminal 


The California State Supreme Court 
on Dec. 19 annulled the order of the 
State Railroad Commission directing 
the steam road and interurban railway 
lines entering Los Angeles to join in 
the construction of a union passenger 
terminal on the old Plaza. The decision 
halts development under way in Los 
Angeles, a scheme whereby railroad 
passenger traffic would be concentrated 
for the public convenience, grade cross- 
ings eliminated and the city possess a 
terminal similar to those of large 
Eastern cities. 

It was the opinion of the State 
Supreme Court that the Railroad Com- 
mission had exceeded its jurisdiction in 
ordering the project. This was the 
contention of railroad officials in Los 
Angeles when they appealed the com- 
mission’s order in January, 1922. The 
commission issued its order on April 26, 
1921. 

The railroads insisted that the only 
governing body with authority to order 
the construction of a union passenger 
terminal depot was the Interstate Com- 
merce Commission. The court upheld 
this view, ruling as follows: 

We arrive at the conclusion that full 
power and authority over the matter of 
union terminal depot facilities of the rail- 
roads largely engaged in interstate com- 
merce have been vested in the Interstate 


Commerce Commission and that the State 
commission has been divested of this power. 


The railroads affected by the order 
were the Southern Pacific Lines, Union 
Pacific System, Atchison, Topeka & 
Santa Fé Railway and the Pacific Elec- 
tric Railway, each of which now has a 
separate station. 

The Railroad Commission’s ‘order 
called for plans for the new union sta- 
tion to be filed with that body within 
six months; also, the plans: called for 
a gradual elimination of grade cross- 
ings and other features of a compre- 
hensive scheme for _ transportation 
development meeting. present, as well 
as future, requirements. The commis- 
sion laid out five years as the period 
needed to complete its plan. The 
supervision and direction of the con- 
struction of the union station were to 
have been done by a committee com- 
posed of two men appointed by the 
city of Los Angeles and two by each of 
the railroads, a disinterested party to 
be chosen as chairman. 

The railways at once announced they 
would fight the commission’s order, and 
soon after petitioned the Supreme 
Court to order the issuance of a writ 
of review of the case. The court on 
Jan. 5, 1922, ordered the Railroad Com- 
mission to make a return of all of its 
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proceedings and the case since has been 
pending. 

The campaign for a union passenger 
terminal in Los Angeles began in 1911, 
following a series of accidents which 
emphasized danger of grade crossings. 
Several associations petitioned the State 
Railroad Commission for relief by or- 
dering the abolition of the grade cross- 
ings, but the commission feared that it 
lacked proper jurisdiction in this direc- 
tion and ruled against itself. The mat- 
ter was taken before the Supreme 
Court, which then held that the com- 
mission had full authority to cope with 
the situation. 

The feature of the commission’s 
order was made to include the elim- 
ination of grade crossings reaching as 
far inland as Pasadena and embraced 
upward of 150 grade crossings in and 
near Los Angeles. The railroads entered 
no objection to this feature of the order, 
but they did oppose an order to con- 
struct a union station. 

Since the Supreme Court has now 
seen fit to reverse its former decision, 
the city of Los Angeles contemplates 
asking the court to grant a rehearing 
on the terminal case. Also, the com- 
mission will make similar appeal to the 
courts, and: if it fails the commission 
will appeal at once to the Interstate 
Commerce Commission for, an order 
directing the Southern Pacific, Santa 
Fé, Union Pacific and Pacific Electric 
Railway lines to join in a union termi- 
nal. The decision does not affect the com- 
mission’s right to order the abolition of 
grade crossings. The Interstate Com- 
merce Commission will be asked by the 
commission to. place the case at the 
head of its 1923 calendar, if an appeal 
to that body is found necessary. The 
State Railroad Commission is ready to 
place before the Federal commission a 
complete record of the case, including 
elaborate traffic studies made by the 
commission’s engineers. 

The Supreme Court’s decision did not 
condemn the Plaza site for the pro- 
posed union terminal, but the decision 
was one that simply decided the State 
Railroad Commission had undertaken to 
avail itself of the Interstate Commerce 
Commission authority. 


Agree on Scale of Sixty Cents 


The long-threatened strike of the 
employees of the Gary & Southern 
traction line, running from Crown Point 
ta Gary, Ind., was averted recently 
when the company heads and the unions 
yeached a compromise agreement. 

Several months ago when the com- 
pany declared a reduction in wages, the 
men threatened to walk out. By an 
arrangement with the company officials 
and the Chambers of Commerce of the 
terminating cities the strike was 
averted through the three organizations 
agreeing to pay the scale in force until 
a wage agreement could be reached. 

At the recent meeting of the officials 
of the traction line and the employees, 
the latter agreed to accept a wage scale 
of 60 cents an hour—a reduction of 6 
cents an hour from the former scale. 


An Attempt Made to Throw Out 
Brooks-Coleman Act 


Agitation has been started to secure 
the abrogation of the Brooks-Coleman 
act passed at the 1921 legislative session 
in Minnesota. This act put street rail- 
ways under control of the State Rail- 
road & Warehouse Commission as to 
rates. While it has been defended as 
an able law, some radical elements are 
opposed to it. It is said that the abro- 
gation of the law would probably 
nullify all the preliminary work that 
has been done to establish property 
valuations of the railways in Duluth, 
Minneapolis and St. Paul. 

Business men in the Midway district 
of St. Paul, from which formerly there 
was’ a one-fare rate to the centers of 
either city, subject to transfer also, seek 
an amendment at the legislative session 
which opens in January to unify the 
trolley systems of the Twin Cities. 
Minneapolis aldermen will opose this 
change on the theory that the St. Paul 
system is kept up financially by the 
Minneapolis receipts. They believe the 
St. Paul City Railway should take care 
of itself. The St. Paul Association of 
Public and Business Affairs will ask a 
conference with Minneapolis business 
men on the subject. 

Meanwhile the valuation proceedings 
hinge upon the final outcome of the 
suit by Minneapolis to get additional 
facts from the Twin City lines. 


Wages Advanced in Louisville 


The Louisville (Ky.) Railway has 
added $60,000 to its yearly wage out- 
lay by announcing increases for 900 
employees effective on Jan. 1. The new 
scale will be 34 cents for the first three 
months, 87 cents for the next nine 
months; after one year 40 cents and 
after two years 45 cents. The present 
rates are 33 cents for the first year, 
85 cents for the second year, 37 cents 
the third, 39 cents the fourth, 41 cents 
the fifth and 43 cents after five years. 
The average pay of men for the new 
year will be $130 a month. Operators 
of safety cars will havea scale 3 cents 
higher than others. The announcement 
of the wage advance came from Pres- 
ident Barnes in time to help make 
Christmas a “merry” one. Mr. Barnes 
said that the general committee of the 
Co-operative Welfare Association, rep- 
resenting employees, requested the in- 
crease in order to put wages on a basis 
with other crafts. 

E. F. Kelley, secretary to President 
Barnes, in discussing the wage increase 
announced for the carmen, called atten- 
tion to an editorial on the subject in 
the Louisville Cowrier-Journal. This 
editorial shows a real human under- 
standing of things and the different 
feeling of the press today as regards 
the company and what it does. It 
read in part as follows: 

The New Year increase of wages is an- 
nounced by the Louisville Railway early 
enough to make the: carmen’s Christmas 
brighter than it would have been in other 
circumstances. 


The public has an interest in the welfare 
of employees of a street railway system. 


Men sufficiently paid are in better humor 


than men poorly paid, and fit for better 
service than: is rendered by employees who 
feel that they have ground for complaint. 
Sensible persons—and sensible persons 
are a majority—want to see the street 


railways that pass their doors do well 


enough to warrant their improvement and 
extension from time to time as the demands 
upon them increase, and they want to see 
the men on the cars, and the,men employed 
elsewhere by the company, well provided 
and content. 
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The advance of wages announced is not — 


so large that every employee will feel that 
he is getting everything he deserves, but 
in no business would it be possible to draft 
the plan of an increase of pay that would 
meet every requirement of every employee. 

When the carmen received 16 cents an 
hour, or less, the fare was 5 cents. The 
single fare now is 7 cents, but checks are 
purchasable at 6 cents. The motorman 
whose pay is about three times what a 
motorman received in 1905 and more. than 
twice what he received in 1912 cannot feel 


that he is‘eft out of consideration by a | 


soulless corporation which has procured an 
increase of fares. 

_ That this is true is pleasing to Louisvil- 
lians who make use of street cars, and who 
realize that greater efficiency, and more 
courtesy, may be expected of the carman 
who feels that he is making progress, 


Employees Armed in Buffalo— 
Emergency for Bus Opera- 
tion May Be Announced 


Loyal employees of the International 
Railway who are now operating cars 
in Buffalo have been armed with re- 
volvers because of the frequent attacks 
which are being made upon the cars 
and their crews by striking employees 
and their sympathizers. County Judge 
Thomas H. Noonan has issued permits 
to carry firearms to a large number of 
platform employees of the Interna- 
tional. 

In defending his own action, Judge 
Noonan said he believes the men are 
entitled to protection by firearms. He 
said that permits in each and every 
case are granted only when an official 


cf the traction company vouches for 


the applicant. 

Mayor Frank X. Schwab of Buffalo 
has threatened to declare the existence 
of an emergency authorizing the opera- 
tion of buses in Buffalo on Jan. 1. 
Such a step was taken by the Mayor 
at the outset of the strike of the train- 
men in the employ of the International 
Railway, July 1, when numbered per- 
mits were issued to bus drivers by 
officials of the city at the City Hall. 

Notice has been served upon the In- 
ternational Railway that such a step 
will be taken unless street car service 
shows a material improvement before 
Jan. 1, 1923. 

Five striking platform employees of 
the International are under arrest in 
Niagara Falls charged with interfer- 
ing with the operation of railway lines 
by attacking local cars and their crews 
in Niagara Falls. 

Apparently every effort is being 
made by the municipal authorities to 
harass the International Railway in its 
fight against union domination. It is 
announced by Mitten Management, Inc., 
which operates the local and interur- 
ban lines of the International, that the 
company now employs more platform 
men and shop workers than before the 
strike and that the strike for union 
recognition is now regarded as’a dead 
issue by it. 
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Pass Abandonment Recommended 
in Youngstown 


The street railway committee of City 

Council has recommended to Council 
and to the Youngstown Municipal Rail- 
way a rearrangement of rates of fare 
which would involve the discontinuance 
of the weekly pass, which has been 
used on the city lines since October, 
1921. 
_ The proposed rate of fare which has 
_ been referred to the company for con- 
sideration is 10 cents cash, eight tickets 
for 50 cents and free transfers. 

The present rate of fare is 9 cents 
cash, six tickets for 50 cents, 1-cent 
charge for a transfer and the unlimited 
. ride weekly pass, which sells for $1.25. 
' The company has not yet replied to 
the committee in regard to the pro- 
posal. 


Improvements Depend Upon 
Outcome of Franchise 


A. W. Harris and M. H. McLean of 
the Harris Trust & Savings Bank, 
Chicago, owners of the Des Moines (Ia.) 
City Railway, were in Des Moines 
recently inspecting the plant and in a 
public interview Mr. Harris announced 
that future extensions and improve- 
ments of the Des Moines plant were 
dependent very largely upon the out- 
come of the franchise suit which at 
that time was before the Iowa Supreme 
Court for consideration but has since 
been decided in favor of the company. 

If the franchise is held valid by the 
high court Mr. Harris declared that the 
company would make extensive im- 
provements. He directed attention to 
improvements now under way and which 
have been completed during the past 
few months. A number of lines have 
undergone extensive replacements, and 
service at the present time is the best 
that the city has ever known. 

Public feeling toward the company 
has changed greatly in the last four- 
teen months. Now aside from the lit- 
tle “band of irreconcilables” in the 
praise of the service of the Des Moines 
City Railway and of its treatment of 
patrons. 


General Manufacturing Depart- 
ment of G. E. Reorganized 


In several announcements issued on 
Dec. 29 by Vice-President G. E. Em- 
mons a reorganization of the general 
manufacturing department of the Gen- 
eral Electric Company is proclaimed. 
This reorganization, which is effective 
on Jan. 1, 1923, includes the .appoint- 
ment of H. F. T. Erben, heretofore 
manager of the Schenectady Works, as 
vice chairman of the manufacturing 
committee and ranking a member of the 
general manufacturing staff. 

The vacancy thus created in the 
position of manager of the Schenectady 
plant is to be filled by the advance- 
ment of Charles E. Eveleth, who has 
been serving since Sept. 1 as assistant 
works manager under Mr. Erben. Mr. 
Eveleth will become works manager. 


J. A. Smith will continue as general 
superintendent and. in the absence of 
Mr. Eveleth will be in charge of the 
works, 

The membership of the manufactur- 
ing committee and the appointment of 
a sub-committee, to be known as a 
committee on appropriations, is also 
announced. The general manufactur- 
ing department, of which Vice-Presi- 
dent Emmons is in charge, will be as 
follows: H. F. T. Erben, vice-chairman 
of manufacturing committee and rank- 
ing member of the staff; J. T. Brod- 
erick, secretary of the manufacturing 
committee; L. G. Banker, general pur- 
chasing agent; M. C. Fitzgerald, man- 
ager of transportation department; W. 
C. Fish, manufacturing engineer; W. B. 
Curtiss, supervisor of production; G. S. 
Maxwell, supervisor of costs; E. Z. 
Steezer, supervisor of industrial rela- 
tions. 


Interurban Line Favors Sub- 
stitution of Buses Under 
Present Conditions 


If bus transportation can be pro- 
vided at lower cost with equal advan- 
tages of traction car service, the Indi- 
ana, Columbus & Eastern Traction line 
will abandon its electric traction sery- 
ice and enter the motor bus field. This 
was the gist of a statement issued on 
Dec. 27 from the local headquarters of 
the company in Springfield, Ohio. 

The traction company is one of the 
largest in the state and is a pioneer in 
electric railway development in Ohio. 
It was a part of the Ohio Electric Rail- 
way system until the latter was dis- 
solved some months ago by order of 
the federal court. The company has 
established a bureau of motor trans- 
port which is now engaged in compil- 
ing statistical data on the operation 
of bus lines. This bureau is in charge 
of O. E. Minnick, assistant engineer. 

In making public the company’s 
statement of Dec. 27 Arthur V. Bland, 
head of the Department of Public Re- 
lations of the traction line, pointed out 
that bus lines fixed their own rates, 
that their roadbed was furnished with- 
out cost to them and that for this rea- 
son their expenses were lower than 
those of the railway. If this situation 
was to be continued, he added, the 
traction company desired to take ad- 
vantage of it, “as it makes no differ- 
ence to us whether we transport on 
rubber or steel.” 


$1,250,000 in Improvements 


President B. J. Denman of the Tri- 
City Railway & Light Company has 
announced that improvements amount- 
ing to $1,250,000 would be made at the 
central station in Davenport, Iowa, 
operated by the People’s Power Com- 
pany and furnishing electrical energy 
for the tri-cities, Muscatine and scores 
of small towns and farms in that 
vicinity. 

The installation of a triple generator 


and a 35,000-hp. steam trubine will 
constitute the major part of the im- 
provement. The work will take eigh= 
teen months to complete. New boilers! 
and auxiliary equipment, an addition 
to the present central station and other 
impovements will constitute part of the 
development. 

This new equipment will increase the 
capacity of the plant approximately 40 
per cent, Mr. Denman estimates. Plans 
for the installation are now being pre- 
pared by G. T. Shoemaker, engineer of 
the United Light & Railway Company. 

The construction department of the 
United Light & Railways Company will 
have charge of the installation of the 
turbine and auxiliary equipment. 

So rapidly has the demand for elec® 
trical power grown in the industries of 
the tri-cities during the past few years 
that the present plant will reach its 
capacity soon. In order to provide for 
the demands of the future the company 
has decided to increase its installation. 


Subway Plan Disapproved. — The 
Board of Estimate of New York City 
has rejected the plans of the Transit 
Commission for a $69,000,000 subway 
in Manhattan, which was to have been 
known as the Highth Avenue-Amster- 
dam Avenue line. It was to extend from 
Chambers Street uptown to Overbrook 
Terrace and Fort Washington Avenue. 


Notice Given of Indeterminate Per- 
mit.—The Winona Interurban Railway, 
Warsaw, Ind., has filed notice with the 
Indiana Public Service Commission of 
its intention to surrender local fran- 
chises and permits and operate under an 
indeterminate permit under the juris- 
diction of the commission. The com- 
pany holds franchises in four counties 
and six cities of Indiana. 


Will Do Business in Texas.—South- 
western Gas & Electric Company, in- 
corporated under the laws of Delaware, 
with home office in Texarkana, Ark., 
and headquarters at Texarkana, Tex., 
has been granted a permit to do busi- 
ness in Texas. The company is capital- 
ized at $5,500,000 and W. L. Wood, Jr., 
Texarkana, Texas, is state agent. This 
company owns and operates the local 
railway lines in Texarkana. 


Loop Plan Favored.—The City Plan 
Commission has made a report to the 
Camden, N. J., Common Council, fa- 
voring a loop plan of trolley service to 
be provided by the Public Service Rail- 
way in Camden and the Philadelphia 
Rapid Transit Company for the new 
Delaware River bridge. Cars from 
Philadelphia will cover the principal 
streets of Camden from the bridge 
plaza. The plans also touch transfer 
points. 
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Arguments Rendered on Disclos- 
ing Disposition of Funds 


The Minnesota State Supreme Court 
has under advisement the case of the 
appeal by the Twin City Rapid Transit 
Company from an order of the Henne- 
pin County District Court for the com- 
pany to disclose disposition of $227,000 
deposited in Eastern banks. The city 
had obtained a writ of mandamus for 
the disclosure. 

In arguments before the high court 
attorneys for the company and the city 
differed widely as to the scope of the 
new Brooks-Coleman act under which 
determination of street car rates is 
placed in the jurisdiction of the State 
Railroad & Warehouse Commission, 
based on valuations. Judge David 
Simpson, of counsel for the company, 
says the law does not give the city 
officials power to compel corporations 
to disclose business transactions not 
germane to valuation hearings. City 
Attorney Neil M. Cronin argued if the 
company can refuse to submit to par- 
ticular transactions it can refuse to ex- 
plain any expenditure, having des- 
ignated that it is immaterial, and he 
held without this information the 
accurate cost of operation cannot be 
reached. 

The city had also required a list of 
stockholders of the Twin City Lines, 
which also was refused. Judge Simp- 
son said that it was not within the 
province of the city attorney to examine 
personal records of the company which 
have no material and relative effect on 
rate valuation proceedings, and that the 
matter of names and addresses of stock- 
holders is not relative to the subject. 
The city attorney read) extracts tend- 
ing to show that a commission or 
Council can order submission of all 
records, books and accounts of the com- 
pany. 


Line Purchased 


The Maumee Valley Railway of 
Perrysburg, Ohio, has been purchased 
by Lawrence G. Van Ness and B. A. 
Webster, general manager and auditor 
respectively of the Cincinnati, Law- 
renceburg & Aurora Electric Street 
Railroad. Messrs. Van Ness and Web- 
ster purchased the traction line from 
the bondholders who recently ac- 
quired it at receivership sale. Perrys- 
burg is a small municipality located on 
the outskirts of Toledo. The Maumee 
Valley Railway covers an area of 24 
square miles. The traction company 
operates on 12 miles of its own tracks 
and 12 miles on the roadway of the 
Community Traction Company of 
Toledo. 

Mr. Van Ness said that several north- 
ern Ohioans also are interested in the 
proposition with him and Mr. Webster. 
The new owners will begin at once to 
rehabilitate the line. Seven one-man 


type cars already have been ordered 
from the Cincinnati Car Company. They 
will replace a like number of old-style 
heavy-truck cars. 

Mr. Webster will be in charge of the 
traction line under the direction of Mr. 
Van Ness, who has been elected presi- 
dent of the company. S. EH. Howard, 
for many years connected with the Cin- 
cinnati, Lawrenceburg & Aurora Elec- 
tric Street Railroad, will succeed Mr. 
Webster as auditor of that railway. 


Income of $4,261 for 
Chicago Elevated 


The collateral trust report of the 
Chicago Elevated Railways for the 
year ended Dec. 31, 1921, shows a deficit 
after deductions of $1,149,215. The 
gross income amounted to $199,007. 

The combined income account of the 
Metropolitan West Side Elevated Rail- 
way, Northwestern Elevated Railroad, 
South Side Elevated Railroad and Chi- 
cago & Oak Park Elevated Railroad 
for the year ended June 30, 1922, is as 
follows: 


Gross operating revenue....... 
Operating expenses: 
Maintenance of way 
and structures... $2, 
Maintenance of car 
equipment 
Power isto. ong 
Conducting 
portation 
ET AUCs) xia cee 
General and miscel- 
laneous ... 92 
Total operating 
expenses ... 


- $17,629,020 


13,546,015 


~ $4 083,005 
1,316,707 


$2,766,298 
147,321 


$2,913,619 


Net operating revenue ....... 
Taxes, city comp. and other items 


Operating imeome! :).. i... 6c. 
Non-operating, income ......... 
Gross income 
Deductions: 
Rentals 412,6 
INterest «A neers. 2,475,591 
Miscel. debits 20 
Total interest 
and rentals.... 


2,909,358 


Net income $4,261 


The net income of $4,261 is consid- 
erably smaller than it was for the year 
ended June 30, 1921, when $102,016 was 
realized, and for the year ended June, 


1920, when there was a surplus of 
$97,817. 


Former Order Set Aside 


Judge Killits in the Federal Court at 
Toledo has set aside a former order 
entered Oct. 18, 1921, under which the 
Indiana, Columbus & Eastern Traction 
Company was authorized to abandon its 
line between Lima and Defiance. 

The city of Lima recently asked to be 
made a party to the suit and pleaded 
that the order would relieve the com- 
pany of obligations it assumed when it 
was granted a franchise some years ago 
and which has several years yet to run. 

The order had been concurred in by 


the Ohio Public Utilities Commission. 
Service was to have been discontinued 
on Dec. 81, 1922. 


November Shows Deficit 
in Toledo 


Notwithstanding that the average 
number of passengers carried daily in- 
creased during the month of November 
the Community Traction Company, 
Toledo, Ohio, showed a deficit from 
operations amounting to $2,602, being 
the first time a draft has been made 
upon the stabilizing fund since August, 
1921, 

Commissioner Wilfred E. Cann told 
the members of the board of control at. 
their meeting on Dec. 15 that it would 
be his policy to build up the lines and 
service rather than attempt to arrive 
at any lower fares. His efforts to cut 
fares through the adoption of one-man 
car operations and other economies 
were flatly nullified by the City Council, 
which controls service. 

Lee Camp, business agent of the 
street railway men, in letters to other 
cities has taken full credit to his or- 
ganization for introducing in _ the 
Council the legislation which knocked 
out the one-man ears. 

In line with the new policy, Mr. Cann 
has permitted the company to increase 
allowances for depreciation and to build 
up the maintenance and repair fund in 
an effort to decrease failures from 
mechanical and track defects. The 
larger depreciation fund next summer 
will permit considerable work to be 


done in rehabilitating the property, 
securing extensions, and rerouting 
lines. 


The net result in November was 
largely influenced by heavy drafts made 
for accidents, extra maintenance and 
the winter fuel bill. In anticipation of 
winter weather track maintenance ex- 
penditures were increased 0.65 cent per 
car-mile. There was an increase of 
0.628 cent per car-mile in the cost of 
transportation, which is due to heavy 
payments made for coal for heating 
the cars. Increased expenditures for 
injuries and damages of 0.469 cent per 
car-mile reflect the clearing of many old 
claims and an abnormal increase in the 
claims from automobile collisions. 

Of all claims paid 41.4 per cent of the 
monéy went for automobile accidents, 
for which the commissioner thinks a 
new traffic ordinance will provide some 
remedy. 

The sinking fund now totals $391,299, 

Mr. Cann plans to have a mainte- 
nance fund of $640,000 for the coming 
year to keep the tracks and cars in ex- 
cellent operating condition. 

Operations for the first half of 
December have shown the best patron- 
age since the cost-of-service plan was 
put into effect nearly two years ago. 
One week day in that period showed 
more than 200,000 revenue passengers 
compared with the average of 165,000 
throughout the month of November. 
December is running about $25,000 in 
gross revenue ahead of November based 
upon present returns. 
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Expresses Hope for Future 
of Property 


At the recent annual meeting of the 
Duluth-Superior Traction Company, 
- Duluth, Minn., President Robertson ex- 
pressed the hope that the affairs of the 
company had passed the critical stage 


_and that when the investigation now . 


under way had ended the company 
would be permitted to earn a reason- 
able return and render the kind of 
service the people were entitled to. 

It was brought out that the in- 
creased fare in the city of Duluth had 
- improved the company’s revenue since 
Aug. 1. Cumulative preferred stock 
dividends at the rate of 4 per cent per 
annum for the quarters ending June 30 
and Sept. 30, 1921, were paid Oct. 2, 
1922, and at a meeting of the directors 
held on Noy. 20 preferred stock divi- 
dends of 1 per cent for each of the 
quarters ending Dec. 31, 1921; March 
31, 1922, and June 30, 1922, were de- 
clared payable Jan. 2, 1923, to stock- 
holders of record Dec. 15, 1922. 


Surplus of $1,355,303 in 
Eleven Months 


During the first eleven months of 
1922 the Virginia Railway & Power 
Company, operating in Richmond, 
Petersburg, Portsmouth and Norfolk, 
“lost in gross earnings 7.75 per cent in 
comparison with the same period in 
1921. During the same period the com- 
pany cut operating expenses 19.06 per 
cent under the figures of 1921 for the 
first eleven months, and recorded in- 
ereases in net earnings, and surplus of 
18.71 and 64.14 per cent, respectively. 

During the above-mentioned period 
the gross earnings of the system were 
$8,576,642 compared with $9,296,909. 
Operating expenses were $5,271,814 for 
this period in 1922, and $6,512,916 in 
1921. ; 

Net earnings from~ operation are 
listed at $3,304,832 compared with 
$2,783,993, an increase of $520,839 dur- 
ing this period. The company’s other 
income, derived from rents, etc., is 
listed at $123,811. Taxes were $2,073,- 
840, a slight decrease. The surplus 
listed by the company in its eleven 
months statement is $1,355,303 com- 


Street Railway 
Fares* 


pared with $825,674 for eleven months 
last year, an increase of $529,629. 

These figures are for the entire 
system. The company operates besides 
its electric railroads in these four cities 
the lighting plants in Richmond and 
Petersburg. 


New England Investment 
Declares Dividend 


The New England Investment & Se- 
curity Company, Springfield, Mass., has 
announced a dividend of $2 a share pay- 
able on Jan. 2, 1923, to holders of the 
preferred shares of record on Dec. 20, 
1922. Other properties of the New 
England Investment & Security Com- 
pany declaring dividends include the 
Springfield Railway Companies, the 
Springfield Street Railway Company 
and the Worcester Consolidated Street 
Railway. The Springfield Railway Com- 
panies have declared a dividend of $2 
per share payable on Jan. 2, 1923, to 
preferred shareholders of record on 
Dec. 20, 1922. A 3 per cent dividend 
on the capital stock of the Springfield 
Street Railway is payable on Jan. 2 
to stockholders of record on Dec. 20, 
1922. A $2.50 dividend per share on the 
first preferred stock of the Worcester 
Consolidated Street Railway is declared 
payable on Dec. 30 to stockholders of 
record on Dec. 20, 1922. 


November Net Income Decreases 


The Department of Street Railways, 
Detroit, Mich., for the thirty days ended 
November, 1922, realized a total operat- 
ing revenue of $1,593,120. Of this 
amount $1,499,984 was revenue from 
transportation. The total revenue is 
less than it was for the thirty-one days 
in October, when it amounted to $1,614,- 
010. Total operating expenses de- 
creased from $1,127,370 for the October 
period to $1,107,092 in November. 
There was a decrease in the net income 
of $5,291 under the October figure. 
Traffic showed a considerable falling off 
in the month of November. During 
October there were 37,752,445 pas- 
sengers carried against 37,103,301 pas- 
sengers in November, 1922. November, 
1922, car-miles operated totaled 3,799,- 
880, against 3,890,517 in October, 1922. 


$64,857 in Excess Over 
Operation Cost 


A decrease of $24,267 is noted in the 
total receipts of the Boston (Mass.) 
Elevated Railway for the five months 
ended Nov. 30, 1922, compared with the 
five months period of 1921. The fig- 
ures are $13,158,502 and $13,182,769 
respectively. However, the total cost 
of service for the 1922 period was 
$162,738 less than it was for the five 
months period of 1921. This produced 
an excess of receipts over cost of serv- 
ice for the 1922 period of $64,857. For 
the same period in 1921 the result was 
an excess of cost of service over receipts. 
amounting to $73,613. There was an 
increase in the total number of revenue 
passengers, 135,918,976 being trans- 
ported during the five months ended 
Nov. 30, 1921, and 145,166,757 for the 
same period this year. 


Automobile Equipment of Public 
Service to Be Taken Over by 
Production Company 


The Public Service Production Com- 
pany on Jan. 1, 1923, will take over the 
maintenance of the automobile equip- 
ment of the Public Service Corporation 
of New Jersey and its subsidiaries and 
this will include the construction of 
automobile bodies. 

The Public Service Production Com- 
pany was incorporated in the interests 
of the Public Service Corporation of 
New Jersey in February, 1922. It was 
explained at that time that the pur- 
pose of the Public Service Corporation 
was to broaden its field of usefulness 
and that the new company would be 
an engineering organization. It is 
separate from the so-called operating 
companies, the Public Service Electric 
Company, the Public Service Railway 
and the Public Service Gas Company, 
which confine their work to operation. + 

The charter of the production com- 
pany is extremely broad with respect 
to the activities in which the company 
may engage. It has its office at the 


Public Service Terminal, 80 Park 
Place, Newark, N. J. N. A. Carle is 
vice-president and general manager 


and E. B. Meyer is chief engineer of 
the company. : 
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Seeks to Purchase Electric 
Properties 


The Cumberland County Power & 
Light Company, Portland, Me., has 
filed a petition with the Public Utilities 
Commission seeking permission to buy 
the properties of the York County 
Power Company and the Westbrook 
Electric Company. 

For the past ten years both com- 
panies have been operated by the Cum- 
berland County Power & Light Com- 
pany, which owns the common stock 
of both. With but slight changes in 
the boards of directors the officers of 
all three companies are the same, and 
the territory controlled by them repre- 
sents a continuous lighting and power 
system all operated under the direction 
of the Cumberland County Power & 
Light Company. 

The three companies have an aggre- 
gate capitalization of $10,700,000, and 
this will be in no way affected by the 
sale. 

Coincidentally with the filing of the 
petition by the Cumberland’ County 
Power & Light: Company, a petition was 
filed by each company to sell to the 
Cumberland County Power & Light 
Company. 

The capital stock of the Cumberland 
County Power & Light Company is 
given in its petition as $10,000,000 with 
a bonded indebtedness of $4,218,000, 
and net earnings for the past year of 
$621,367. 


Securities Sold at Auction 


Electric railway securities sold by 
Adrian H. Muller & Company on Dec. 6 
at the Public Auction Room, 14 Vesey 
Street, New York, were as follows: 


Fifty shares Louisville & Southern Indiana 
Traction Company, $25 lot. 

One hundred and twenty-five shares 
Indianapolis & Louisville Traction Com- 
pany, $50 lot. y 
‘Three shares Milford & Uxbridge Street 
Railway Company common, $2 per share. 

$55,000 Boise & Interurban Railway first 
mortgage 5 per cent gold bonds, due April 
4, 1946, 45 per cent and interest. 
$11,000 Ohio River Electric Railway & 
Company first 5 per cent, July, 
1919, coupons on, 10 per 


Power 
1924, January, 
cent 
$17,000 New York & North Shore Trac- 
tion Comnany first mortgage 40-year 5 per 
cent bonds, certificate of deposit, $40 lot. 
Three hundred and ninety shares New 
York & North. Shore Traction Company, 
$4 lot. 


New Companies to Seek Shore 
Line Rights 


Three petitions for consideration of 
the General Assembly were received on 
Dec. 14 at the office of the Secretary 
of State to do with the efforts of 
trolley interests to acquire the right to 
again operate the defunct Shore Line 
Electric Railway from New London, 
Conn., to New Haven, Conn. 

The East Lyme Traction Company, 
East Lyme, and the Eastern. Connecti- 
cut Railway, Norwich, seek authority 
to buy sections of the present lines of 
the company. The East Lyme Traction 
Company wants to secure control of the 
Shore Line road from its junction with 
the tracks of the Connecticut Company, 
at Montauk Avenue and Bank Street, 


in New London, through the towns of 
New London and Waterford to Keeney’s 
corner. 

The Eastern Connecticut Railway 
seeks permission to change its name to 
the Norwich & Hallville Railway and 
to purchase that section of the Shore 
Line road from Norwich to Preston, 
Conn. In another petition, Robert W. 
Perkins, Charles B. Whittlesey and 
Edward M. Day, who are the petition- 
ers representing the two mentioned 
companies, also seek a charter and 
franchise to operate the Shore Line road 
from New Haven to Old Saybrook, 
Conn. 


Cash Dividends to Be Paid 


A dividend of 6 per cent on the out- 
standing preferred stock of the Virginia 
Railway & Power Company, Richmond, 
Va., was recently declared by the di- 
rectors, 3 per cent of which is payable 
on Jan. 20 and 8 per cent on July 20, 
both to stock of record on Dec. 81. 
The company declared dividends pay- 
able in preferred stock in January of 
this year and last year. This is the 
first cash dividend paid on these shares 
since the middle of 1919. No dividends 
have been paid on the common stock 
since 1918. 


Financial 


News Notes 


Net Income Increases.—The report of 
Beaver Valley Traction Company, New 
Brighton, Pa., shows gross of $525,867 
for ten months ended Oct. 31, 1922, a 
decrease of $31,359. The net after taxes 
was $132,565, which is an increase of 
$74,646. 

Valuation Reduced.—There has been 
a reduction of more than $1,000,000 in 
the valuation of the St. Joseph (Mo.) 
Railway, Light, Heat & Power Com- 
pany by the state board of equalization. 
An announcement to this effect was re- 
cently made at St. Joseph. 

Preferred Stock for Sale—A syndi- 
cate headed by Stone & Webster is 
offering $3,800,000 of 7 per cent pre- 
ferred stock of the Central Indiana 
Power Company. The price is 90 and 
accrued dividends to yield about 7.78 
per cent. The proceeds will be used 
for extensions and improvements. 


Wants to Sell Stock.—The recently 
incorporated Alabama Traction Com- 
pany, which is now operating the old 
North Alabama company’s lines in Al- 
bany and Decatur, has applied to the 
Public Service Commission for permis- 
sion to sell stock. The sale of the 
Alabama Traction Company was re- 
ferred to in the Hlectric Railway Jour- 
nal, issue of Dec. 2. 

Authorizes Purchase—The Missouri 
Public Service Commission at Jefferson 
City, Mo., has granted permission to 
the St. Joseph Electric Railway, 
Light, Heat & Power Company to pur- 


chase all of the property of the Savan- 
nah (Mo.) Electric Light & Power 
Company. It includes all the distribut- 
ing system and lines of the Savannah 
company. The price was reported as 
$40,000. 

Balance of Bonds Offered. — The 
$250,000 balance of an authorized is- 
sue of $1,500,000 of 7 per cent general 
mortgage bonds of Nova Scotia Tram- 
ways & Power Company, due in thirty 
years, is now being offered by J. C. 
Mackintosh & Company of Halifax. 
They are for sale at par to yield 7 per 
cent. The major portion of the issue 
was offered last spring. The bonds 
constitute a specific charge on all the 
assets~of the company subject to the 
first mortgage issue of $2,250,000 now 
outstanding and due in 1946. Manage- 
ment of the company is in the hands of 
Stone & Webster, of Boston. 


Will Pay Dividend—For the first 
time since 1917, the New York State 
Railways, operating lines in Rochester, 
Syracuse, Utica, Rome and interurban 
lines, will pay a dividend on Jan. 2 
of 13 per cent on the common stock, 
10 per cent on account of accumulated 
dividends on the preferred stock and 
% per cent on preferred stock to hold- 
ers of record on Dec. 22. The New 
York State Railway has $19,952,000 in 
common stock outstanding, of which 
$13,604,300 is owned by the New York 
Central Railroad. The outstandine 5 
per cent cumulative preferred stock 
amounts to $3,862,500.. The dividend 
will mean a distribution of $733,817. 


November Receipts Show Increase.— 
Receipts of the Cincinnati (Ohio) Trac- 
tion Company for the month of Novem- 
ber show an increase of $24,646 over 
the same month last year. The Novem- 
ber receipts this year were $671,813. 
Last year in November the fare drop- 
ped from 8 to 7% cents and this monthly 
report offered the first opportunity for 
comparison between 1922 and 1921. 
The showing of the traction company 
during November is regarded as par- 
ticularly good in view of the fact that 
motor buses, which have developed their 
business during the past six or seven 
months, have cut the traction company 
receipts by about $500 a day, according 
to William J. Kuertz, Director of Street 
Railways. 


Eleven Months Net Equals $1,850,- 
259.—The net income of the Philadel- 
phia (Pa.) Rapid Transit Company for 
the eleven months ended Nov. 30, 1922, 
was $1,850,259, against $1,447,394 for 
the same period in 1921. There was 
an increase in the number of passengers 
carried and in the passenger revenue. 
From January-November, 1922, 1772,- 
975,336 passengers were carried, com- 
pared with 763,216,214 for the same 
period in 1921. The passenger revenue 
increased. from $37,786,322 for the 
eleven months ended November, 1921, 
to $37,937,833 for the eleven months 
ended November, 1922. Capital better- 
ments and extensions for 1922 will ap- 
proximate $2,000,000. As in former 
years, it is said that they will be 
financed largely from the renewal re- 
serve. 
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Ordinance Passed 


City Council of Seattle Approves Five- 
Cent Fare Bill—Increased Patron- 
age Essential for Permanency 


Five-cent carfare on the Seattle 
(Wash.) Municipal Railway lines, with 
a charge of 134 cents for transfers, effec- 
tive March 1, has been assured by the 
passage of a fare reduction ordinance 
by unanimous vote of the City Council 
-and signature of Mayor E. J. Brown. 
The ordinance represents the views of 
Mayor Brown in every particular, who 
urged that the reduction be postponed 
until March 1 of next year. The 
measure as passed did not meet with the 
approval of all members of the City 
Council, several of whom favored free 
transfers, but the vote was unanimous 
nevertheless. Street car fare reduction 
in Seattle has been a public issue for 
more than a year, and the bill just 
passed is an amended form of a measure 
introduced last June in the Council. 

The new fare provides the following: 
Fare for single continuous ride, with- 
out transfer privilege, 5 cents; for sin- 
gle continuous ride with transfer privi- 
lege, 7 cents cash, or 5 cents cash and 
one 14-cent token; children going to or 
from school, cash fare, 3 cents; for two 
children, 5 cents; children under 15 
years of age, going to or from Sunday 
school, same rates as for week day 
school; children under 5 years of age, 
accompanied by parent or guardian, 
free; passengers whose ride originates 
on following “feeder lines” will be fur- 
nished a transfer to or from a connect- 
ing main line on the payment of 5 cents 
eash: North Fortieth Street, Youngs- 
town shuttle, Madison and James Street 
cables, and Ray Street line; transfer to 
the Seattle & Rainier Valley line will 
be issued only on payment of 10-cent 
cash fare; rate of fare upon that por- 
tion of the Highland Park and Lake 
Burien Railway line operated by the 
city outside the city limits will be 10 
cents, in addition to the fare charged on 
said line within the city limits; metal 
tokens will sell at the rate of four for 
5 cents, each token being good for 
transfer to intercity lines in connec- 
tion with a 5-cent cash fare; the 84- 
cent tokens now in use will be redeemed 
in cash or accepted for fare with trans- 
fer privileges. 

When the new low fare goes into 
effect, city officials state that increased 
patronage will be absolutely essential 
if the system is to be operated perma- 
nently under such ‘a fare. George F. 
Russell, superintendent of public utili- 
ties, has officially reported to Mayor 
Brown that there must be an increase 
of 46 per cent in car riding to make 
the railway pay with a 5-cent fare. 
Figures compiled by Supt. Russell 
show that during the first ten months of 
the present year the average number of 
pay passengers carried monthly was 


7,995,902. In order to make the system 
meet all rates, the average monthly 
pay rides must be increased to 
11,746,465, the accountants report. The 
average monthly receipts for the first 
ten months of 1922, according to Supt. 
Russell, was $516,002. Figured on the 
basis of the present number of daily 
car rides, the new rates will provide 
$328,626 a month. Operating expenses, 
including the depreciation charge to- 
gether with the monthly apportionment 
of bond interest and principal, aver- 
aged $528,103 a month for the first ten 
months of the year. 


Weekly Pass to Supplement 
Zone Fares 


San Diego Electric Railway Announces 
Welcome New Year’s Gift 
to the Public 


Following a survey made by Walter 
Jackson, the San Diego (Calif.) Elec- 
tric Railway has decided to usher in the 
new year with the unlimited-ride, trans- 
ferable weekly pass in five varieties. 

The principal pass, sold at $1, will 
be good in both the inner and outer 
fare zones of San Diego. The basic 
fare in San Diego is 5 cents, while the 
two-zone rider has the privilege of buy- 
ing a monthly, bearer type commutation 
book averaging a 62-cent fare; a 73- 
cent token, bought four for 30 cents, 
or 10 cents straight cash. The weekly 
pass is simply an additional, optional 
rate. It is expected to prove exception- 
ally popular with two-zone riders, as 
they are then likely to enjoy less than 
a 5-cent fare for wholesale use and 
also be freed of all change, token, re- 
ceipt and transfer transactions. 

Three other passes will be sold at 
$1.25 a week for the suburban routes 
to Coronado, Ocean Beach and National 
City. The Coronado pass covers a 
combination of San Diego car-ferry- 
Coronado car. Its use will relieve 
Coronado riders from the present prac- 
tice of tendering three fare tickets in 
each direction. The fifth pass, to sell 
for $2, is for the more remote com- 
munity of Chula Vista, in the heart of 


the lemon country. All these suburban , 


passes are supplemental to existing 
cash, round-trip and commutation rates. 

Mr. Jackson is now in San Diego to 
work up the necessary publicity in 
co-operation with Claus Spreckels, gen- 
eral manager, and E. J. Burns, assistant 


‘general manager of the San Diego 


Electric Railway. The installation of 
the passes was purposely delayed to 
‘an. 1, 1923, so that the publicity with 
press, business interests, theaters, plat- 


form men and general public could be 


carried out more effectively after the 
Christmas rush was over. It is an in- 
teresting coincidence that the San Diego 
zone system also went into effect on 
New Year’s, namely, Jan. 1, 1920. 


Conferences Next Step in 
Traffic Problem 


Conferences between members of the 
special traffic committee that evolved 
the one-way traffic plan now under con- 
sideration and engineers and officials 
of the Portland Railway, Light & 
Power Company, Portland, Ore., will be 
the next step in the movement to solve 
the traffic problem in the congested dis- 
trict of Portland. This course was de- 
termined after I. F. Fuller, vice-presi- 
dent of the traction company, had 
pledged co-operation on the part of his 
company to the city in meeting the 
traffic problem. Mr. Fuller made it 
plain, however, that his company was 
not inclined to expend between $200,- 
000 and $250,000 in rerouting of street 
cars, if relief could be gained without 
this outlay. He also informed the 
Council that one-way traffic for street 
cars was not practicable on north and 
south streets, but could be worked out 
on east and west streets. 

Mr. Fuller, in a recent hearing on the 
subject, explained that his company 
carried about 250,000 passengers each 
day. He also called attention to the 
fact that the company was running 
about the same number of cars that 
were operated in 1913, and for that 
reason the street cars had not contrib- 
uted materially to the traffic problem 
that now demands solution. He stated 
that one-half of the 60-ft. streets and 
one-third of the 80-ft. streets are lost 
to use of traffic because of the parking 
of automobiles on both sides of such 
streets. 

Mr. Fuller stated that on east and 
west streets it would be mainly a ques- 
tion of how best to bring about one- 
way traffic. He recommended that es- 
tablishment of non-parking zones dur- 
ing the rush hours, provision for load- 
ing zones and one-way traffic on ail 
streets that are not double-tracked for 
street cars would solve the traffic con- 
gestion and at the same time mean no 
outlay of large sums of money. He ex- 
pressed the company’s entire willing- 
ness to co-operate with the city officials 
in the working out of a practical and 
economical plan for solving the con- 
gestion problem. 


Hark to the Commandments of 
the Boston Elevated 


The Boston Elevated Railway has 
recently published a safety bulletin for 
its employees. It contains various sug- 
gestions, and among others the follow- 
ing “ten commandments for railroad 
men.” 


Carelessness often means death. 
be careless. 

Look both ways. 

Don’t just leave it to the other fellow. 

Know your brakes. 

Keep your mind on your work. 

Always be in position, for “death” 
tacks from all directions and angles. 

Keep your car under cgntrol at all times. 

Don’t take chances. Always know. 

Never race with death; you can’t beat 
him. 

Keep safety first in your mind at all 
times, and when in doubt say it to yourself. 


The bulletin concludes with the slogan 
adopted for safety work by the com- 
pany: “Any accident may be fatal.” 


Don't 


at- 
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Complains of High Charges 


Upon petition filed by Hugo Kelley, 
secretary to Mayor E. J. Brown of 
Seattle, Wash., and forty-six others, 
the Department of Public Works at 
Olympia will immediately file a com- 
plaint challenging the reasonableness 
of the rates and tariffs of the Seattle 
& Rainier Valley Railway. The peti- 
tion states that in view of the reduc- 
tion in fares proposed on the Seattle 
Municipal Railway the fares of the 
Rainier Valley line will be exorbitant 
unless also reduced. The petition sets 
forth that the purchase price of the 
city lines is being paid out of fares, 
while the Rainier line, which runs from 
the center of the city to Renton, a sub- 
urb, has no such charge on its revenue. 
Hearing on the complaint will be held 
as soon as the department’s engineer- 
ing and accounting forces can prepare 
data and secure facts. 


Bus Operation Decreases 
Railway Traffic 


Decrease in traffic of the Columbus, 
Newark & Zanesville and the Indiana, 
Columbus & Eastern traction lines in 
1922 over that of 1921 is ascribed to 
bus competition in a report filed Dec. 23 
in the office of F. A. Healy, secretary- 
treasurer of the lines in Springfield, 
Ohio. The report showed a decrease of 
approximately 8.2 per cent for the 
Indiana, Columbus & Eastern and about 
11.9 per cent for the Columbus, Newark 
& Zanesville lines. 

Mr. Healy said that four bus lines, 
all of them operating since May 1, 
parallel the Columbus, Newark & 
Zanesville line, and it was to this fact 
that the company attributed the heavier 
decrease in traffic on that road. He 
estimated that by the first of the year 
the two roads would have lost $250,000, 
the greater portion because of bus com- 
petition, although automobile traffic in 
the summer season is another factor 
that serves to cut down revenue. 


Buses to Accommodate West 
Springfield Residents 


Owing to a protracted delay on the 
part of the Springfield, Mass., City 
Council in legislating in relation to a 
street car route leading to the new 
Hampden County Memorial Bridge, 
Clark V. Wood, president of the Spring- 
field Street Railway, has consented to 
put on buses to run across the bridge 
for the accommodation of West 
Springfield residents. Negotiations be- 
tween Mr. Wood and the respective 
municipal authorities on either side of 
the river are expected to be taken up 
within a few days in respect to the 
details of such an arrangement. It 
is not settled as to whether such a bus 
line would carry the free transfer pro- 
vision. The Springfield City Council’s 
transportation committee was favorable 
to granting an independent bus line a 
franchise to run over the bridge. The 
West Springfield selectmen were not 
disposed to accede to this arrangement, 
but it is understood that sentiment was 


shifting toward that solution in case 
no other means was open to establish 
an early service of some sort across 
the bridge and so shorten the distance 
from that involved by the present route 
over the North End Bridge. President 
Wood has signified his willingness to 
apply for a franchise to lay tracks 
through Vernon Street to the bridge 
immediately upon a vote of the City 
Council to widen Vernon Street. 


Provincial Government Passes 
Regulatory Act on Fares 


Provision for the appointment of 
temporary commissions to fix passenger 
fares of the British Columbia Electric 
Railway was made by the Legislature 
of British Columbia by an act passed 
on Dec. 15. The act was entitled the 
British Columbia Electric Railway 
passenger rates act. 

This takes the place to some extent 
of the former public utilities act which 
was abolished two years ago, but is 
limited in its scope to the company 
mentioned and to railway service. One 
of the reasons why the former commis- 
sion was discontinued was the cost to 
the government: The new scheme pro- 
vides for the cost, including the re- 
muneration of commissioners, secre- 
taries and so forth, to be assessed upon 
one or other of the parties. 

In fixing rates, the commissions are 
required to give the company a fair and 
reasonable return on the value of the 
property of the company. Appraisals 
of property may be made, the costs 
being imposed upon the company. 

The commissions are to be appointed 
by orders-in-council on application 
either of some municipality traversed 
by the company’s lines, the company 
itself or not less than 100 voters resid- 
ing in a locality without municipal 
organization. 

The company operates in nearly a 
score of cities and municipalities and 
fares have been charged on temporary 
agreements, modifying the existing 
franchises. The new act continues all 
existing fares until changed, but its 
powers are to be invoked, it is stated, 
only in case municipalities and the com- 
pany cannot come to mutually satis- 
factory agreements. The city of Van- 
couver recently passed a new franchise 
by which both parties agreed not to 
use the provisions of the act. 


Will Extend One-Man Car Service 


The Morris County Traction Com- 
pany, Morristown, N. J., will install an 
automatic block signal system on its 
lines which run from Lake Hopatcong 
to Maplewood and Elizabeth. The com- 
pany will extend the use of one-man 
cars. They are now being run from 
Summit to Elizabeth, Wharton to Rock- 
away and Danville to Boonton. All 
two-men cars now in use will be re- 
modeled. Employees of the company 
are protesting the installation of the 
one-man system and have appeared 
before the Board of Aldermen of the 
city of Denver. 


otes 
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Seeks Fare Adjustment.—The Musko- 
gee (Okla.) Traction Company has 
made application to the Oklahoma Cor- 
poration Commission for an adjustment 
of street car fares in that city. The 
company is now operating under an 
8-cent fare, with two tickets for 15 
cents. The company wants the 8-cent 
fare for-single rides continued, but 


would sell tickets in blocks of five for. 


35 cents. 


Buses Ordered.—A. N. Broadhead, 
president of the Jamestown, (N. Y.) 
Street Railway, has ordered three pas- 
senger motor buses to be placed in 
operation on the south side of the city. 
Some time ago the Jamestown Com- 
mon Council granted the company’s 
request for permission to try out motor 
bus service in that section of the city. 
The buses will be placed in operation 
early) in January as a feeder for the 
Jamestown traction lines. 

City Attorney Seeks Lower Fare.— 
The city attorney of Oklahoma City, 
Okla., has filed a petition with the com- 
mission requesting a decrease in fares 
on the lines of the Oklahoma Railways. 
John W. Shartel, president of the rail- 
way company, declined to give any com- 
ment other than that he considered the 
agitation over a 5-cent fare at this time 
unwise. He is expected to file his an- 
swer shortly with the State Corporation 
Commission. 

Make Change in the Street.—In order 
to expedite the loading of cars in the 
evening rush hours, the Springfield 
(Mass.) Street Railway has adopted 
the system of making change in the 
street for passengers, uniformed em- 
ployees being stationed for that pur- 
pose at busy corners between 4:30 and 
6 o’clock in the afternoon. This was 
done at the suggestion of the Police 
Commission. Whether the arrangement 
will be permanent or not will depend 
on results. The object is more particu- 
larly to speed the departure of pay-as- 
you-enter cars, and passengers are said 
to have responded to it to a gratifying 
extent. 

Second Class Rates Cut.—The Pacific 
Northwest Traction Company, Olympia, 
Wash., recently filed a tariff with the 
Department of Public Works establish- 
ing second class rates applicable to 
articles of food and drink and lowering 
first class rates on shipments of 50 Ib. 
or more on its lines between Seattle 
and Bellingham, effective Dec. 15. The 
second class rates to be established are 
practically 20 per cent lower than the 
reduced first class rates announced. 
They apply between Bellingham and 
Everett, and all intermediate points, and 
between Seattle and all points north of 
Everett, including Maryhill, Silvana, 
Burlington, Sedro Woolley, Milltown 
and Conway. 
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Mr. Murphy Manager 


Engineer in Charge of Electrical, Me- 
chanical and Roadway Departments 
Succeeds Mr. Reynolds 


Ernest A. Murphy, assistant general 
manager of the United Traction Com- 
pany, Albany, N. Y., in charge of elec- 
trical, mechanical and roadway depart- 
ments, has been appointed general man- 
ager of the company to succeed Albert 
_E. Reynolds, resigned. Mr. Murphy 
was formerly superintendent of equip- 
ment of the company. To this position 
he was appointed in 1917 and continued 
in it until Dec. 31, 1921, when he was 
made assistant general manager. 

The story goes, if memory does not 


E. A. MurPHY 


wander, that none other than Abraham 
Lincoln said he did little reading of 
‘biographies because biographies so 
seldom reflected the facts of the flesh 
and blood individual. Too often the 
biographer fits his subject to a pre- 
‘conceived picture instead of drawing the 
picture himself. As a matter of fact, 
‘eritics of biographical volumes have 
in their reviews often done a better 


service to readers than the authors. 


themselves have done to their subjects. 
Again, if memory, does not. play false, 
Macaulay’s essay on the Earl of Chat- 
ham’s biography was a notable ex- 
amp'e of the critic outwriting the 
creator. It would be interesting to 
tell the whole story about Mr. Murphy 
at this time, but here it is necessarily 
a case of pars pro toto, presenting a 
part of the whole. a 

Picture in your mind’s eye, then, a 
young man graduating from the Man- 
chester Institute in England with the 
degree of electrical and mechanical 
engineer, determined to succeed at his 
chosen profession and seeking America 
as the battle ground on which he would 
earve out his career. Then picture the 
same young man going from shop to 
shop-and job to job and company to 
company eyer learning, ever advancing, 
ever improving and you have a good 


portrait of young Murphy. He is an 
engineer with the instincts of a business 
man. There is a directness about him 
that to some might seem disconcerting, 
but it is merely the outward manifes- 
tation of the inward man. Mr. Murphy 
never hesitates. He is never likely to 
get lost. He is sure of himself but not 
satisfied with that individual. This is 
a distinction with a great difference. 

Mr. Murphy has done some very big 
things up at Albany in the shops and 
at the same time has worked numerous 
small economies which in the aggregate 
are a startling total. It has been the 
good fortune of the Electric Railway 
Journal to describe some of this work in 
the past. But the fact must not be 
overlooked that biography, to many, is 
still a matter of dates and places and 
positoins. For them is the following: 

Mr. Murphy began his railway career 
with the London Metropolitan Railway 
and figured prominently in the electri- 
fication of the London Tramways. His 
first position in this country was with 
the Chicago Elevated Railroad, where 
he specialized in automatic train con- 
trol and installed that system on the 
elevated trains. This work completed, 
Mr. Murphy became a member of the 
engineering staff of the Illinois Trac- 
tion System and later assisted in 
equipping the Pittsburgh, Harmony, 
Butler & Newcastle Railway, Pitts- 
burgh, Pa. Mr. Murphy was appointed 
general superintendent of the electric 
department of the Interborough Rapid 
Transit Company, New York, in 1913, 
from which position he went to Albany 
as head of the equipment department 
of the United Traction Company. 


Mr. Ham Elected President 
of Safety Council 


William F. Ham, president of the 
Washington Railway & Electric Com- 
pany, Washington, D. C., has been 
elected president of the Washington 
Safety Council, the permanent safety 
body of the District of Columbia. John 


J. Boobar has been elected v-ce- 
president, A. E. Seymour, secretary, 
and John Poole, treasurer. These offi- 


cers will serve until the first annual 
meeting in February, when permanent 
officers will be elected and the organiza- 
tion perfected. Following his election. 
Mr. Ham said he would do his utmost 
to make the permanent safety drive 
a success. The safety instructions in 
the schools, Mr. Ham said, would be 
continued as they had proved valuable. 
The council pledged itself to a con- 
tinuous campaign for safety. One of 
the important features of the by-laws 
is the provision for a traffic committee 
which is to make a survey of all traffic 
conditions and submit reports proposing 
any changes deemed advisable. 
‘Membership in the council will be 
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open to any corporation, association, 
partnership or individual. These mem- 
berships will be divided into three 
classes, namely, individual, sustaining 
and contributing. 


New Roadmaster in B.R.T. 
Track Division 


Frederick L. Finch has been ap- 
pointed roadmaster in the surface track 
division of the Brooklyn (N. Y.) Rapid 
Transit Company. He brings to his 
new position a broad experience gained 
in various track jobs he has held in 
both the East and West. In 1903 he 
became superintendent of track and 
roadway with the Mahoning & She- 
nango Railway & Light Company at 
Youngstown, Ohio. After serving for 
seven years in that capacity he went to 
Spokane, Wash., as superintendent of 
track with the Washington Water 
Power Company, which operates an 
electric railway. After three years he 
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returned East to become general road- 
master for the International Railway 
with headquarters in Buffalo,N. Y. He 
resigned from this position to go to 
the Brooklyn Rapid Transit Company 
to work under P. Ney Wilson, the super- 
intendent of surface roadway. Mr. 
Finch’s father was a railroad contrac- 
tor in Pittsburgh and built street rail- 
roads in various parts of the East. His 
father was his first employer. 


Mr. Jackson Joins N.E.L.A. 


Carl D. Jackson, a member and 
former chairman of the Wisconsin 
Railroad Commission, has resigned 


from the commission, effective Dec. 31, 
1922. Mr. Jackson will become an at- 
torney for the National Electric Light. 
Association and the American Gas As- 
sociation. His position as commissioner 
pays $5,000 a year, and a number of the 
Wisconsin Railroad Brotherhood of- 
ficials have been mentioned as possible 
successors. City Attorney Niven of 
Milwaukee has asked Gov. John J. 
Blaine to appoint to the position a Mil- 
waukee man who could represent on 
the commission the interests of this, 
the largest city in Wisconsin. The term 
of Henry Trumbower, another railroad 
commissioner, will expire in February. 
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Another Important Post 
for Mr. Loring 


Former Trustee of Eastern Massachu- 
setts Street Railway Called to Office 
by Governor Cox 


Homer Loring, former chairman of 
the trustees of the Eastern Massachu- 
setts Street Railway, Boston, Mass., has 
been made chairman of the State Com- 
mission on Administration and Finance 
by Governor Cox of Massachusetts. 
This is one of the most responsible 
posts that the Governor has had to fill 
and the selection is another tribute 
to Mr. Loring’s sterling worth as an 
administrator. By virtue of his posi- 
tion on the commission Mr. Loring will 
be the new budget commissioner for 
the state. 

Mr. Loring goes about his work 
quietly. He had long been president 
of the Fort Dodge, Des Moines & 
Southern Railway and prominent as a 
director of a score of other corpora- 
tions before anything was known about 
him publicly outside of the immediate 
circle in which he moved. But when 
the need arose Mr. Loring was found 
out in the open battling for the preser- 
vation of the things he was convinced 
were sound. 

Perhaps the first thing that he did 
to attract the attention of the public 
to him was to foster in 1918 the cam- 
paign in behalf of the holders of the 
securities of Massachusetts electric 
railways. As chairman of the Associa- 
tion of Massachusetts Street Railway 
Security Owners he directed a success- 
ful educational campaign on behalf of 
the street railways of the state in 1918. 
In this connection it is generally con- 
ceded that the association’s activities 
were chiefly responsible for securing 
the passage of remedial legislation 
during 1918. 

Largely on account of his activities 
in this connection Mr. Loring was in- 
duced to address the members of the 
American Electric Railway Association 
in conference in New York on Noy. 1, 
1918. Even then Homer Loring was 
merely a name among the rank and file 
of electric railway operators outside of 
New England. At that time he said 
that no one claimed the new legislation 
giving state aid to the railways was 
perfect, but that all agreed that it res- 
cued the Boston Elevated from. receiv- 
ership and “that it will enable the Bay 
State Street Railway, with 900 miles 
of track, to be successfully reorgan- 
ized.” 

Perhaps the legislation passed by the 
state did enable the Bay State Street 
Railway to be successfully reorganized 
as the Eastern Massachusetts Street 
Railway, but the opinion prevails down 
Boston way that Mr. Loring as chair- 
man of the public trustees had a great 
deal to do with making the reorganiza- 
tion successful and that he accelerated 
the process. At the petty salary of 
$5,000 a year Mr. Loring worked over 
the remains of this railway until he had 
revitalized them. Then Mr. Loring with- 
drew. His work as trustee of the East- 


ern Massachusetts Street Railway was 
in the nature of a public service, but 
he now enters upon an even larger pub- 
lic service. 

It is a distinct loss that men like 
Homer Loring are so seldom elected to 
public office or accept appointment 
when urged to do so. In the light of 
events since Mr. Loring appeared be- 
fore the members of the American 
Electric Railway Association as a 
speaker the advice he gave at that time 
appears now to have been prophetic, 
namely: (1) Be frank with the public; 
lay all the cards on the table. (2) Do 
not try to defend inflated capital; you 
cannot successfully do so in these mod- 
ern days. (3) If public control is de- 
manded, insist upon a definite guaran- 
tee of interest return. (4) Give special 
attention to systematic public educa- 
tion and if possible organize your se- 
curity owners for this task. 


Mr. Harrsen Joins Electric Bond 
& Share Forces 


H. P. Harrsen has resigned as as- 
sistant general manager of the Michi- 
gan Railroad and the Michigan United 
Railway to join the staff of the Electric 
Bond & Share Company, New York, 
N. Y., attached to the foreign depart- 
ment. Here there will be a greater op- 
portunity than has existed in Michigan 
for the application of the broad experi- 
ence and the peculiar talents of Mr. 
Harrsen. Until he took up his present 
post with the companies in Michigan 
three years ago a great deal of Mr. 
Harrsen’s time had been devoted to the 
management of public utility properties 
in foreign lands. He has had experience 
in all phases of public utility work, in- 
cluding operation, supervision of con- 
struction and the securing of franchises 
from municipal, state and federal au- 
thorities. In addition to English he 
is thoroughly conversant with Spanish 
and German and has a fair working 
knowledge of French. 

Mr. Harrsen was born in St. Louis in 
1876. He was graduated from St. Louis 
public schools and for two years was a 
student at the Undergraduate Depart- 
ment, Washington University, St. Louis. 
He then had two years shop practice 
with the Emerson Electric Manufactur- 
ing Company, St. Louis, and served two 
years as station operator of the 
Aguascalientes Electric Light Company 
at Aguascalientes, Mexico. Then for 
two years he was private secretary to 
the president and general manager of 
the Mexico Tramways. Next came a 
service of six years with the Toledo 
Railways & Light Company, then 
known as the Toledo Traction Company, 
in the following positions: carhouse in- 
spector, dispatcher, chief dispatcher, 
division superintendent, then superin- 
tendent. For eight years Mr. Harrsen 
was associated with Dr. F. S. Pearson 
in Mexico, first as generai superintend- 
ent of the Mexico Tramway Company, 
then general manager and finally man- 
aging director of the Mexico Tramway 
and the Mexican Light & Power Com- 
pany. Then followed a service of four 
years as managing director of the 


Barcelona Traction Company at Barce- 
lona, Spain, in charge of the operation 
of the interurban system out of that 
city as well as the power company. As 
assistant general manager of the Michi- 
gan Railroad for the last three and one- 
half years in charge of operating the 
system, the civil engineer, electrical en- 
gineer, traffic manager, superintendent 
of equipment, master mechanics and 
superintendents reported directly to 
Mr. Harrsen. 


W. M, Vandersluis has been ap- 
pointed electrical engineer for the Chi-_ 
cago electrification and terminal im- 
provements. of the Illinois Central 
Railroad, succeeding Hugh Pattison. 
My. Vandersluis was formerly signal 
engineer of the Illinois Central Rail- 
road, and later secretary of the com- 
mission appointed by the railroad to 
decide upon the system of electrifica- 
tion. 

Raymond A. Masters has been ap- 
pointed division superintendent of the 
Halsey division of the Brooklyn (N. Y.) 
City Railroad effective Dec. 15. Mr. 
Masters has been in the schedule de- 
partment of the company since Janu- 
ary, 1920. Prior to that he was con- 
nected with the Michigan Railroad as 
train dispatcher on the Western divi- 
sion. He also served with the Union 
Traction Company of Indiana and with 
the so-called Ben Hur line. 


L. J. Smith, assistant engineer of the 
Pacific Electric Railway, Los Angeles, 
Calif., and in charge of supervision of 
track bonding and welding since the 
year 1918, resigned on Nov. 1, 1922. 
He accepted the position of Western 
district sales manager’ in handling 
transformer sales and representative of 
the Packard Electric Company of War- 
ren, Ohio. Mr. Smith in his new posi- 
tion also is Western representative for 
the Ideal Electric & Manufacturing 
Company of Mansfield, Ohio. 


Raymond S. Price has been appointed 
assistant division superintendent of 
the central division of the Public Serv- 
ice Railway, Newark, N. J. Mr. Price 
started with the Public Service as con- 
ductor in New Brunswick in 1911. He 
then became chief dispatcher of the 
Public Service Railroad with headquar- 
ters at Port Reading. In 1919 he was 
made assistant superintendent of the 
railroad, which he held until his recent 
promotion. Mr. Price will be sta- 
tioned at Elizabeth, where Philip F. 
Maguire is division superintendent. 


John J. Hubbard, assistant secretary 
of the Public Service Commission of 
New York, has resigned and will engage 
in private practice as an expert ac- 
countant and financial adviser to public 
utilities. He will make his headquarters 
in New York City. Mr. Hubbard has 
been connected with the commission in 
various capacities for ten years. One of 
his important jobs was expert ac- 
countant and chief of the division of 
capitalization. During his service in 
this branch the commission approved 
the issuance of more than $800,000,000 
of public utility securities. 
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Business Review of 1922 


Major Movements in Business Shown by Statistics Compiled by Department 
of Commerce — Some Surprising Changes Shown in 
Production and Consumption Figures 


T THIS time of the year it is cus- 
tomary for business to pause long 
enough to take account of the progress 
made during the twelve months just 
elapsed, and from this standpoint to 
make some conjectures as to the com- 
ing months of the new year. It is with 
a feeling of satisfaction that most in- 
dustries can view the progress of the 
past year in spite of the many diffi- 
culties which have been experienced. 
At the close of 1922 there are no seri- 
ous obstacles in sight which should 
hinder further advances during the 
early part of the new year. The un- 
settled conditions in foreign countries, 
particularly in Europe, are still de- 
pressing domestic trade, and to a 
certain extent have, no doubt, kept the 
prices of agricultural products below 
the level of other commodities. Within 
the past two months this latter condi- 
tion has, in a measure, been relieved. 

Production of manufactured commod- 

ities in 1922 was about 50 per cent 
greater than in 1921, according to fig- 
ures compiled by the Department of 
Commerce from latest reports to the 
Bureau of the Census made in connec- 
tion with the “Survey of Current Busi- 
ness.” Textile mills were about 20 per 
cent more active than in 1921, the iron 
and steel industry increased its output 
from 60 to 70 per cent over 1921, non- 
ferrous metals from 50° to 95 per cent, 
petroleum 15 per cent, coke 40 per cent, 
paper 20 to 30 per cent, rubber 40 per 
cent, automobiles 50 per cent, building 
construction 50 per cent, lumber 35 per 
cent, brick 50 per cent, cement 15 per 
cent, leather 20 per cent, sugar 45 
per cent, and meats about 5 per cent. 
Agricultural receipts were in general 
higher than in 1921. / 
_ The increase in production and the 
reduction in immigration improved the 
labor situation from a large surplus of 
labor at the end of 1921 to a point 
where shortages occur, while unemploy- 
ment has almost been eliminated. 

Transportation conditions changed 
from a huge surplus of idle freight 
cars to a considerable shortage, while 
car loadings were 11 per cent greater 
than in 1921. 

Prices to the farmer increased about 
17 per cent during the year, wholesale 
prices advanced 10 per cent and retail 
food prices declined 5 per cent. This 
condition gives the farmer a greater 
purchasing power and narrows the 
margin between wholesaler and _ re- 
tailer. 

The volume of trade was consider- 


ably heavier than in 1921. Sales of 
mail order houses increased 6 per cent 
and chain stores show a gain of 13 per 
cent. Debits and bank clearings also 
show about this same relation. 

The iron and steel industry was 
from 60 to 70 per cent more active 
than in 1921 but about 25 per cent less 
active than in the boom year of 1920. 
Iron ore movement was 65 per cent 
greater than in 1921, pig iron produc- 
tion increased 60 per cent and steel 
ingot production 71 per cent. Unfilled 
orders of the United States Steel Cor- 
poration rose about 60 per cent during 
the year. Iron and steel prices rose 
from 15 to 50 per cent, with the highest 
relative increase in pig iron. Exports 
of iron and steel, based on ten months’ 
figures, declined 26 per cent. 


EQUIPMENT AND ALLIED INDUSTRIES 
Do LARGE BUSINESS 


Locomotive shipments by manufac- 
turers for the first eleven months of 
1922 were 16 per cent less than in 1921, 
owing to the decline of shipments for 
foreign account of 56 per cent. Domes- 
tic shipments increased 8 per cent. 
Unfilled orders for foreign locomotives 
on Dec. 1 were less than a year ago, 
but domestic orders were over ten times 
as large. Orders for freight cars 
placed in eleven months of 1922 were 
over seven times as large as a year ago. 

Production of steel sheets averaged 
about 75 per cent of capacity in 1922 
as against 35 per cent in 1921. Sales 
of fabricated structural steel were 
about 88 per cent larger in 1922 than 
in 1921, based on eleven months’ figures. 

Copper production showed an _ in- 
crease of 36 per cent over eleven 
months of 1921, but was almost 30 per 
cent below the 1920 figures. Exports 
of copper were 29 per cent greater than 
in 1921, on the basis of ten months’ 
figures. The price of copper advanced 
about 10 per cent during the year. 

In spite of the strike, bituminous 
coal production was only 7 per cent 
less than in 1921 for the eleven months’ 
period, a decrease of 26,000,000 tons. 
Anthracite coal, however, showed a 
decline of 47 per cent, with a loss of 
40,000,000 tons. Production of beehive 
coke increased 32 per cent and by- 
product coke production increased 41 
per cent. Public utility electric power 
showed an increase of 7 per cent on a 
ten months’ basis. 

The average surplus of 282,926 
freight cars on Dec. 1, 1921, has almost 
disappeared, and in its place the aver- 
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age shortage has increased from almost 
nothing to 133,786 cars. The number 
of cars in bad order has been consid- 
erably reduced during the year. Total 
car loadings for 1922 increased about 
11 per cent over 1921, in spite of the 
drop in car loadings, and were almost 
up to the high mark of 1920. Railroad 
revenues declined 2 per cent from 1921 
on a ten months’ basis, due to a de- 
crease of 1 per cent in freight revenue 
and 9 per cent in passenger revenue. 
Operating expenses were reduced by 
6 per cent, resulting in a gain of 23 
per cent in net operating income. 

Wholesale prices have made a grad- 
ual rise in 1922 and the index number 
of the Department of Labor is 10 per 
cent greater than a year ago. Farm 
products and metals had the greatest 
relative gains. The index numbers of 
Duyv’s and Bradstreet’s showed larger 
increases during the year, the former 
rising 13 per cent and the latter 21 
per cent. 

The total United States interest- 
bearing debt was reduced by $667,000,- 
000 during the twelve months ending 
Dec. 1, or about 3 per cent: Liberty 
and Victory loans were reduced by 
$2,153,000,000, or about 11 per cent. 
Customs receipts increased 46 per cent 
and were far greater than in any pre- 
vious year. Total ordinary receipts of 
the government declined 24 per cent 
and disbursements were reduced by 30 
per cent, with a balance of ordinary 
receipts of over $300,000,000 in eleven 
months. Per capita money circulation 
declined slightly during the year. 

The number of business failures was 
27 per cent larger than in 1921 and 
exceeds any previous year since 1915. 
The amount of defaulted liabilities ex- 
ceeded the huge defaults in 1921 by 
5 per cent. 

Security prices rose considerably dur- 
ing the year, industrial stocks averag- 
ing an increase of about 34 per cent, 
railroad stocks about 17 per cent and 
bonds about 20 per cent. Stock sales 
were 55 per cent greater than in the 
1921 period and bond sales increased 
26 per cent; Liberty-Victory bond 
sales declined 18 per cent, but other 
bonds increased in volume by 92 per 
cent. 

The general index of foreign ex- 
change compiled by the Federal Reserve 
Board increased about 10 per cent dur- 
ing the year and now stands at 67 per 
cent of par. The principal changes 
during the year were the increases in 
the pound sterling, the Canadian dol- 
lar, and the Argentine, Dutch and 
Swedish exchanges, and the continued 
rapid fall in German marks. 

Exports were about 16 per cent less 
than in the eleven months’ period of 
1921 and thé lowest in value since 1915. 
Imports up to the time the new tariff 
law went into effect were above the 
1921 corresponding period by approxi- 
mately 16 per cent. Imports of gold 
declined 62 per cent and exports in- 
creased 57 per cent, but an export 
ba’ance of $215,000,000 still remained 
for the eleven months of 1922. 
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Market for Steel Ties 
Unusually Brisk 


Prospects as to the use of steel ties 
by the electric railways in 1923 are 
brighter than for several years past. 
While the largest bookings and orders 
have usually come in February, a large 
number of orders have already been 
placed during December for delivery 
before March 15. Early orders are said 
to be due to some extent to the fact 
that present prices are based on steel 
in stock and on order which was bought 
at $8 to $10 per ton under the present 
prices. 

Manufacturers of steel ties are 
desirous of holding present prices, but 
will probably be forced to follow the 
steel market to its present level of $2 
per 100 lb., Pittsburgh. It is hardly 
anticipated, however, that any advance 
beyond this is in immediate prospect 
because of the fact that the large pro- 
duction and bookings of the mills in 
December, which were at a 40,000,000 
rate, caused no flurry in either corpora- 
tion or independent prices. 


Metal, Coal and Material Prices 


Metals—New York Dee, 26, 1922 
Copper, electrolytic, cents per lb......... 14.75 
Copper wire base, cents perlb........... 16.50 
Lead, cents per Ib........... 000.000 e ee M25 
Zingweents: per Whe. Nike s oa sks waieleen ae : AE 
Tin, Straits, cemis per Ib............... 38.875 


Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hay 
ton Roads, gross tons.. waite 
Somerset mine run, Boston, net tons...... 


Pittsburgh mine run, Pittsburgh, nettons 3.125 
Franklin, IlL.,screenings,Chicago, nettons 3.125 
Central, Ill., screenings, Chicago, net tons © 2.20 
Kansas screenings, Kansas City, net tons 2.50 
Materials 
Rubber-covered wire, N. Y., No 14, per 

OOOH s)5saco secs ash tere ceee cee code siete s 6.50 
Weatherproof wire base,N.Y.,cents perlb. 16.50 
Cement, Chicago net prices, without bags. $2.20 
Linseed oil (6- bbl. lots),N.Y.,cents per gal. 93.00 
White lead,(1 00-lb.keg),N.Y.,cents perlb. 12.375 
Turpentine, (bbl. lots), N.Y., pergal..... $1.36 


Rolling Stock 


Sacramento (Calif.) Northern Rail- 
road has recently closed a contract with 
the General Electric Company cover- 
ing the purchase of two 60-ton steel 
locomotives. They are designed for 
both 600- and 1,500-volt operation and 
with arrangement for operation on 
either third rail or trolley. These lo- 
comotives are equipped with four Gen- 
eral Electric 251-600/1,500-volt motors 
which have a nominal one-hour rating 
of 200 hp. each. At the hourly rating 
of the motors the locomotives will have 
a tractive effort of 21,000 lb. and a 
speed of 18.3 m.p.h. when operating on 
1,500-volt trolley. General dimensions 
of the locomotives are as follows: 


Length inside of knuckles......37ft. 4 in, 
uen=thwot. cai) aciviy coerotebaers 32. 2t.) 7 in. 
LOLS DEOL (Gals tarcrshens evens Be nee 11 ft. 11§ in. 
Height with trolley down...... OES Tele in’. 
Width over all a.cc.ck cee 9ft. 7% in. 
Total wheelbase, oc. wena. eo oebitte. bo aie 
Rigid wheelbase: :ssci.sec soon its, $25 ine 
KDrack iP Age! Taiko ck. Cea 4ft. 8% in. 


Minimum radius of curvature 
50 ft. locomotive alone 
Weights are approximately as fol- 
lows: 


Electrical equipment .......:... 39,400 lb. 
Air brake and compressor....... 4,600 lb. 
Mechanical equipment .......... 76,000 Ib. 
Totaly weight. sic cctgseon nen me 120,000 Ib. 
Weight per driving axle......... 30,000 lb. 
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Chicago Surface Lines has just placed 
orders for 100 motor passenger cars of 
the same type as the sixty-nine that 
are now under construction in its shops 
for hauling trailers. J. G. Brill Com- 
pany will furnish seventy bodies andvall 
the trucks and the remaining thirty 
bodies will be built by the McGuire- 
Cummings Company. Each car will be 
equipped with four G. E. 275 motors. 


Track and Roadway 


Brooklyn (N. Y.) Rapid Transit Com- 
pany has purchased 600 International 
steel ties for use in mean 
track. 

Gary (Ind.) Street eatiwere in its 
improvements for 1923, plans the con- 
struction of 8 miles of additional track, 
an extension of the line east on Fifth 
Avenue to the new tube mills and a line 
to the new Gary-Miller Municipal bath- 
ing beach. Officials state that the cost 
of laying the stretch of track to the 
beach will cost in the neighborhood of 
$500,000. Construction for both tracks 
will be started in the spring and an ef- 
fort will be made to have them com- 
pleted by the middle of next summer. 


Power Houses, Shops 
and Buildings 


Concord (N. H.) Electric Railways 
plans the immediate rebuilding of its 
power plant in West Concord, recently 
damaged to a great extent by fire. 

Oklahoma Union Railway, Tulsa, 
Okla., will erect a brick and tile freight 
building at Sapulpa, according to an 
announcement by officials of the road. 
A site for a future passenger station 
will be provided near the freight depot. 


Cincinnati & Dayton Traction Com- 
pany, Hamilton, Ohio, had its Cincin- 
nati terminus damaged by fire recently 
to the extent of $3,000. The storeroom 
containing records of the traction com- 
pany was destroyed. There were a 
score or more passengerrs in the sta- 
tion when the fire was discovered. 

New York (N. Y.) Transit Commis- 
sion has ordered the reconstruction of 
the local station of the Interborough 
Rapid Transit Company at Thirty-third 
Street and Fourth Avenue into an ex- 
press station. The commission also 
authorized the lengthening of all plat. 
forms at the local stations on the east 
side subway between Brooklyn Bridge 
and Grand Central Station. It is esti- 
mated that these rebuilding and recon- 
structing jobs will cost $4,000,000. 

Jamestown, Westfield & Northwestern 
Railread, Jamestown, N. Y., one of the 
traction lines controlled by the Broad- 
head interests of Jamestown, will 
build a new freight terminal in James- 
town to handle more efficiently the 
rapidly increasing freight traffic 
throughout Chautauqua County and 
southwestern New York. Two acres 
of property have been purchased and 
it is proposed to construct two freight 
and express sheds, each 300 ft. long and 
18 ft. wide. 
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Trade Notes 


Chicago Surface Lines has ordered — 
250 Johnson hand-operated fare boxes. 
These are in addition to the 270 thems 
are already installed. _ 

United Electric Railways, Providence, A 
R. I., has purchased 900 of a new type ~ 
of Rooke register from the Rooke Auto- — 


matic Register Company which will © 


take nickels, dimes, quarters and metal 
tokens. 
on this type of fare collecting device © 
and is using it on all its cars, both pay- 
enter and pay-leave, as well,as on the| 
open summer cars. They are also used 
on one-man cars, on interurban cars © 


where fairly sizable through fares are — 


picked up on the first collection, and on 
motor buses. Delivery on the new 
registers will begin Jan. 2. 


Johnson Fare Box Company, Chicago, N 


Tll., has sold to Lloyd E. Work & Com- 
pany of that city $250,000 of first mort- | 
gage 64 per cent sinking fund gold 
bonds, secured by pledge of the Ravens- 
wood plant. The proceeds of the issue 
will be used by the Johnson company 


to provide additional working capital © 


needed in carrying out contracts into 
which it has recently entered and to 
retire an issue of serial bonds and take 
care of floating indebtedness. The com- 
pany reports 32,000 of its boxes in use, 
with the demand constantly growing and 
the outlook bright for sales in the 
foreign fields. Among the prominent 
cities in which the Johnson box is now 
in use are New York, Brooklyn, Wash- 
ington, Baltimore, St. Louis, Memphis, 
Grand Rapids, Minneapolis, St. Paul, 
Omaha, Denver, Los Angeles, San Diego 
and cities in which Stone & Webster 
operate. 


New Advertising Literature 


Elliott Service Company, New York, 
N. Y., through its public safety depart- 
ment, has recently issued four posters 
on safety. They are designed for dis- — 
play in street cars, garages and gaso- 
line service stations and other suitable 
places and are intended particularly to 
caution automobilists against reckless 
driving. They show collisions between 
automobiles and trolley cars caused by 
the carelessness of the automobile 
driver. 

International Steel Tie Company, 
Cleveland, Ohio, with an attractive 
Christmas greeting card, has issued a 
pamphlet entitled “Tracks Built on 
Concrete Base.” This little book gives 
the message for better trade in 1923. 
The booklet contains some fourteen 
pages and is a reprint of an articie 
which appeared in the Electric Railway 
Journal by A. E. Harvey, superintend- 
ent of way and structures of the 
Kansas City (Mo.) Railways. The article 
was entitled “Tracks Built on Concrete 
Base in Kansas City.” Some general 
views of the work as it was carried on 
in Kansas City are shown in the 
pamphlet. 
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